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Or, expressed in terms of arc to radius unity, we have: 
(5) ¢ = 0,0000014545 72. 


Representing 0.00000 14545 by a we have 
®Mi=akh, 


Let the curve (fig. 1) be referred to rectangular axis, with 


the middle part of the curve, and having intersection = J or 
T™ = Rtangeit’/ I. Then we have 

15) T= T! +2, tan. YI , or 

tia) T= Rk th yg . a4 1+. 


| Having found the length of the tangents by 16 and fixed 


| origin at P. C., and the tangent as axis of y. For purposesof | the tangent points on the ground, the spiral ends may be 
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Railroad Alignment. 
To THE EDITOR OF THE RAILROAD GAZETTE: | 

After half a century of railroading we are still using in | 
our tracks only straight lines and circles, and, what is worse | 
yet, railroad men, with all the mathematics and mechanics | 
necessary for solving the most difficult problems, seem to ac- | 
cept this barbarous combination as final, many without ever: , 
asking what is the matter with it. | 

In this article Iiwish to show first that straight lines and | 
circles alone cannot fulfill the conditions required for railroad | 
alignment, and that no manner of elevation can more than | 
partially remedy one of two existing defects; 


laying out, it will be found convenient to have x and yin 
terms of /. 


To obtain this we have: 
12 a?l6 


1, 2, 5, 4, 5 








dy l 

(7) -—-- = cos.i = cos.al? .y = cos, al dl=1 - 
dl . x. 
datl’ 


a 
1, 2, 3, 4, 5, 6, 7, 8, 9, 





— etc, 
2a 


1,23 





dx U 
(8) —— =sin,é=sin.aP..c=/ sin, a dl = 1— 
dl 7) 
bail’ 
1, 2, 3, 4,5, 6. 7, 
Reducing we get (9) and (10): 


(9) y = L — 0,000000000000211557 1° +- ete. 
(10) 2 = 0.0000004848 /° +- etc. 





+ ete. 





second, that there are many curves that may o% 
be made to fulfill these conditions, and then . 
that some of these curves can be used with - a ee , a. ee , 
as great facility as circles. ' x 

One of the conditions which railroad align- psa lta Veo --<--2* Hhe- --------- RtangV2I...--...-.- 
ment should fulfill may be stated as follows: Pic anh i os Mie tl ae: 
The resultant of all the transverse horizontal Mepevecene en ; t ¢ 
forces acting ona car moving on the track te 


at the ordinary speed should be nothing, and 
for other speed should be small and increase 
and diminish gradually. If the circle and 
straight line alone are used, we cannot fulfill 
this condition at the tangent points where 
the centrifugal force is instantly applied, 
and no means of applying an equal and oppo- 
site force at the same instant seems possible. 
If the outer rail on the circle is elevated and 
the elevation carried out upon the tangent, 
liability of overturning at this point is avoid- 
ed, but the shock received is not at all dimin- 
ished, but rather increased if the flange does not follow the 
elevated rail on the tangent, as is sometimes the case. After 
the train is once on the circle it is all right; the trouble all 
lies in the vicinity of the tangent points. 

If, however, we start from the tangent by a curve whose 
curvature is at first inappreciable and increases gradually and 
diminishes gradually at the other end, we may so adjust the 
elevation of the outer rail that the tendency to slide down 
the incline shall, for a certain speed, always equal the cen- 
trifugal force, and this fulfills the condition stated above as 
far as it is possible with the present construction of rolling 
stock. Or, in other words, we may fulfill this condition if 
we use only curves whose curvature is. infinitessimal at the 
ends and always changes gradually. 

No engineer who has given the subject of railroad curves a 
serious thought but has arrived at this conclusion, and he 
looks about him for a curve. He thinks of the parabola, 
which, though better than the circle, does not fulfill the con- 
ditions, and moreover is exceedingly clumsy touse on a large 
scale. He thinks of all the curves he ever heard of in vain, 
and gives it up, without thinking that the conditions deter- 
mine the curve, and that it can be found from these condi- 
tions only, and any attention to previously known curves 
would prove a hindrance rather than a help, 

Having from the requirements of the case determined the 
essential nature of curves suitable for railroad use, let us de- 
termine what one of the many is easiest to construct and 
maintain. As far as elevation goes, no curve could be bet- 
ter than one requiring an uniformly increasing elevation of 
the outer rail from the ends toward the centre with a piece 
of uniformly elevated rail in the middle. A curve requiring 
such elevation will be a circle joined to the tangents by 
spirals whose curvature at point of contact with the circle 
equals that of the circle and decreases uniformly toward the 
tangent points, where it becomes nothing. Such a curve, I | 
shall show, can be as easily laid out on the ground as the 
circle can, and comes as near perfection as is consistent with 
different rates of speed and the present construction of roll-' 
ing stock. 

We will now investigate the mathematical properties of 
this spiral and its relation to the circle and tangent joining 
it. 

If F be the radius of curvature at any point and / the dis- 
tance of this point from the tangent point, measured along 
the curve, and A a constant, then the definition of this curve 
is expressed algebraically by: 


Rl = A. 


The accompanying table is calculated for a spiral whose 
degree increases 1 minute per foot; then 
180 x 60 
(2) Rl = A = ———— — 343,775. 
a 


343,775 
(3) Rk = — 


from which column headed “‘ R” is calculated. 
Also it follows that for the inclination of the curve at any 
point, to the tangent, we have (in minutes): 


p 
4@i727'/_=— 
200 








from which values of i in table are found. 





From which x and y in table are obtaiued. 
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Table of quantities used in laying out special curves. 
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If 2%, Yo be the codrdinates of the point where the circle 
joining the spiral at a given point, « y. becomes parallel to 
the tungents, we have : 

(11) a = « — R versinei 
(12) Wo = y — Rain, i, 
from which values of 2) and y are obtained. 

If d be the defiection necessary to be turned off from any 
point, y, on the tangent to any point x y, on the curve, we 
have 

x 
(13) Tan. d = ———. 
y—y' 

If we choose P. C. asa point from which to turn deflections, 

¥1 = O and (13) becomes (14) 


zx 
tan.d =—, 
y 
from which column head d is calculated; d, is calculated for 


Yi: = 200. 
Column c gives length of chord corresponding to arc of 50 
feet for various degrees of curvature. 
DIRECTIONS FOR LAYING OUT RAILROAD CURVES WITH SPIRAL 
ENDS. 
Let I = intersection angle, 7’ = length of tangent and 7" 
length of tangent of circular curve of the same radius as 


run in by the deflection method, using values taken from 

| columns d or @', according as the transit is at P. C., or 2C0 
feet from it on the tangent; or points may be located by or- 
dinates found under head of x, or by any combination of 
these methods most convenient under the circumstances, I 
generally set the transit at 200 on the tangent and run 200 
feet by ordinates, using chain and leveling rod and the re- 
mainder by deflections. The circular part may then be run 
in in the ordinary way. 

To get on atangent to the curve at any point, sight on P. 
C. or y; and turn off i — d or i — d', respectively. 

It will be observed by this method all curves begin and 
end alike, more or less of the same spiral being used accord 
ing to the degree of the circular middle. It is well to set 
posts at the ends of the curve and at the ends of the circular 

| middle. On one side of the end-post 0 is marked, signifying 
noelevation, on the other the stationing is 
marked for the engineer’s use. On the other 
stakes the elevation for the circle is marked, 
which elevation is tapered off uniformly to 
the other stakes. These posts should be set 
and centred at a given distance from centre 
of track, and serve the trackmen to keep four 
* points always right, and the engineer to re- 
run the curves from at any time, as they 
determive the whole curve, even without 
other record. 

The accompanying table is calculated for 
a curve, such that for a speed of from 40 to 
45 miles per hour the elevation should in- 
crease one inch in 50 ft. from the end stake 
. toward the others. 

\ An example may serve to iliustrate the 

‘ work in the field: 

Required, to put in a 8° curve, intersection 
angle equal 27° 15’. Then by (16) 7=R 
tan. 44 1 + ap tan. YI + yo. 

Rtan. % I = 1909.85 x tan. 13° 37 30" 

wv, tan, 41 =071 & tan. 6° 49/ 

Yo 

Pe ie 554.99 

Having found the tangent points on the ground we set over 

| each and turn off from the tangent the deflections found in 
| table under head of d, It will be found well to disregard 
| stationing and put the stakes at intervals of 20, 40 or 50 
| feet, beginning at tangent points. ‘The instrument for the 
[last deflectiog should read 54’ 20°. 
| Having run both spirals, set up at the end of one of them, 
| and after sighting back on the tangent point, turn off i —d 
= 2° 40/ 54’ 20" = 1 45’ 40”, to get on the tangent. 
Then the sum of the deflection angles for the circle will = 
| }¢ 1—i = 13° 87’ 80” — 2° 42’ = 10° 55’ 80”, and length of 
| circle 


oe ane eee 


> 464.91 


08 
90.00 


10° 55/ 30° 
| = -—-—— X 100 = 728,333, 
| 1° 30/ 

It will be seen by referring to the formula for PF that by 
degree of curvature is meant the angle at the centre sub- 
tended by 100 of arc, not chord. The column headed ¢ in 
| table gives the length of chord corresponding to 50 of are for 
| various degrees. ELLis HOLBROOK. 
| [InGermany, quite generally, we understand, and on some 
| roads in France, the tangent is connected with the curve 
| proper, or circular curve, by what is called a ‘‘connecting 
| curve,” which in Germany is made parabolic.—Ep1tTor RaIL- 
| ROAD GAZETTE.) 








| A New Fast Engine. 

| — 

} 

| The Philadelphia Times, of recent date, says: ‘Some 

months ago a description was given by the Times of the 

| fastest locomotive in America, then just completed by the 

| Baldwin Locomotive Works for the Reading Railroad Com- 

| pany, to be run between this city and New York, it was a 

passenger engine designed to run 90 miles, or the whole dis- 

tance between Philadelphia and New York, in 90 consecu- 

tive minutes. The engine was put on the road and fully 

| mg all that was claimed for it, making several trips to 
ew York in the above time, with a train of six cus. 
“The Baldwin Company have recently received another 


___ | contract for the construction of an «nugine second only to the 
=| one mentioned. It is being built for Colonel E. A, L. Roberts, 


the great torpedo inventor, of Titusville, Colonel Roberts 
| is known all over the Uaited States as the millionaire inven- 
|tor who for years has been fighting individuals, companies 
and corporations for infringing on bis patent of the famous 
Roberts torpedo, of which he was the inventor, and, unlike 
inveutors in general, he won every suit and recovered heavy 
damages in all directions. The passenger engine which he 
is having constructed is designed by himself. It is expectea 
to run 80 miles an hour, and 100 miles without stopping. It 
will be much smaller than the one above described, weighing 
only 76,000 pounds. The driving wheels will be 6 ft. in 
diameter, which is about half a foot beyond those 
of the ordinary engine and half a foot less than the 
wheels of the engine constructed for the Reading. The for- 
ward truck-wheels and those on the tender will be made of 
paper, whick will endure more strain and wear than iron or 
steel. The wheels will be of the broad-tread pattern, there 
by enabling the engine to run on 4 ft. 8!¢ in. or 4 ft. 10 in 
gauge. Tbe engine will have the Roberts patent cylinder 
and piston, which has demonstrated a saving capacity of at 
least 20 percent. insteam pressure. The tender will be so 
constructed as to carry a foot of water under the coal and 
the usual amount on the sides. There will be a water cham- 
ber on the locomotive arranged in such manner as to admit 
compressed air from the air-pump to the top of the chamber, 
by which means a stream of water may be forced upon any 
hot bearing connected with the engine or tender, which pro- 
vision is expected to meet that long-standing difficulty in 
connection with hot boxes. The engine will be completed in 
the early part of the coming year.” 
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Geo. S. Morison, Chief Engineer. 
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The Plattsmouth Bridge. 





We give this week a full-page perspective view of this 
bridge, showing it with the train of locomotives which was 
used in testing it. Engravings showing the construction 
will be published in future numbers with a full description. 





Proposed Consolidation of the Union & Central Pacific 
Railroads. 


The following correspondence on this subject has passed 
between officers of the two companies and the United States 
Auditor of Railroad Accounts : 


THE UNION Paciric RatILway COMPANY, t 
No. 78 Broapway, New York, Oct. 15, 1880. | 
Theos. French, Auditor of Railroad Accounts, Interior 

Department, Washington, D. C.: 
Dear Srr: At an informal meeting of some ot the lar, 
stockholders in the Central and Union Pacific railroads the 
uestion of consolidation was discussed, and it seemed to be 
the general opinion of the gentlemen that the best interests 
of the property would be subserved by a consolidation. 
We submit this matter very frankly to you, as 
representing the government and as being famil- 
iar witb both roads, and would like to have you give us your 
views, first as to the expediency and wisdom of such a con- 
solidation, and also your views of what would be the most 
equitable and fair terms upon which to bring it about. In 
the meantime would like you to consider the matter as 
strictly confidential. Very truly yours, 
Sipney Dron, Pres. U. P. Ry. Co. 
C. P. Huntinerton, V. P. C. P. R. R. Co. 


To this letter Mr. French, on the 28th ult., addressed the 
following full, explicit and highly interesting answer : 
DEPARTMENT OF THE INTERIOR, 
OFFICE OF AUDITOR OF RAILROAD ACCOUNTS, 
WasHInGToNn, D. C., Oct. 28, 1880. 

GENTLEMEN : Your letter of the 15th instant is received, 
in which, referring to the question of consolidation of the 
Union Pacific and Central Pacific railroads, you ask for my 
views—tirst, as to the expediency and wisdom of such a con- 
solidation, and, second, as to what would be the most 
equitable and fair terms upon which to bring it about, 

First.—‘‘ As to the expediency and wisdom of such a con- 
solidation,” let me say, that a consolidation of the two com- 
panies owning the properties named appears to me to be not 
only a wise and expedient act, but also one absolutely neces- 
sary to the future prosperity of the properties owned and 
controlled by them. 

There can be no question of the right to consolidate. Sec- 
tion 16 of the act of Congress, approved July 2, 1864, is ab- 
solute and conclusive on that point. 

In considering this question of consolidation, as I have done 
more or less since my appointment in 1878, there have al- 
ways appeared to me to be three main bearings or standpoints 
from which to view it, namely: (1) Its effect upon the proper- 
ties themselves ; (2) i*s effect upon creditors of the com- 
panies, including the United States ; and (3) its effect upon 
the relations of the companies, as carriers, to the people at 
large, as patrons. Ihave not a particle of doubt that the 
consolidation will be greatly advantageous to the properties 
themselves, to the creditors of the companies—including the 
United States—and to the public at large. 

Summarized, the consolidation means economy in opera- 
tion, resulting from one general management; it means 
great saving in the construction of many important feeders, 
and mutual benefit in the ee derived from the resulting 
business; it means simplification of traffic arrangements 
with other companies as well as with shippers; it 
means additional security for creditors, not only 
by reason of the enhanced value of the property, but from 
the greater extent of territory made tributary to its busi- 
ness; it means control of the so-called “ transcontinental 
traffic,” and that without detriment to the interests of the 
country at large, for, while reduced cost of service and in- 
creased business will enable lower rates to be made, the 
consolidation of interests insures stability and uniformity. 

It may he said that the consolidation will prevent compe- 
tition and so be against public policy. Not necessarily so. 
The tendency of all railroad organizations being in the direc- 
tion of consolidation, if not of the properties and com- 
panies, at least of interests—the result of which during 
the last five years has been an assured stability as 
well as a gradual reduction of rates—there can 4 no 
fear that the consolidation proposed will cost the people any- 
taing; rather it may be confidently expected that the — 4 
lic will be largely benefited. In any event the charter act 
under which the consolidation is to be effected provides suf- 
ficient protection for both the people and the government 
in this respect, 

Second.—As to ‘‘ what would be the most equitable and 
fair terms upon which to bring it about,” let me say that 
the more the details of this question are investigated the 
more difficult appears its solution. 

At the outset it is necessary to refer to the ‘‘Southern 
Pacific,” with its nearly thirty-seven millions ($86,768,900) 
of capital stock, and its nearly twenty-nine millions ($28 
872,000) of funded debt. This company cannot be included 
in the consolidation, and its lease to the Central Pacific must 
probably be canceled; but, nevertheless, it should remain 
under the control of the consolidated company, by some ar- 
rangement reducing its capital stock to a nearly nominal 
amount, and making it the property of the new company. 

And so also with the ‘Southern Pacific of Arizona ” and 
the ‘Southern Pacific of New Mexico.” The capital stock 
and funded debt of the other companies whose lines are 
operated by the Central Pacific under lease would probably 
have to be disposed of in the same manner—put into the 
ownership of the new company at some fair and equitable 
valuation. These amounts of capital stock and bonds thus 
disposed of would, to a certain extent, offset the amounts of 
capital stock and b onds of a similar kind owned by the Union 
Pacific Railway Company. 

The Southern Pacific, say 727 miles, added to the South- 
ern Pacific of Arizona (875 miles estimated), and the other 
lines operated by the Central Pacific would make a total 
inileage of about 2,711 miles controlled by the Central Puci- 
fic Comes, and adding the 169 miles of the Southern 
— of New Mexico, would give a grand total of 2,871 
miles. 

The roads operated by the Union Pacific Company aggre- 
pe say 3,055 miles, not including the Julesburg Branch 
(150 miles) and the Summit County Railroad (22 miles), yet 
to be completed, and not including the Central Branch Union 
Pacific and leased lines (363 miles), the Kansas Central (119 
miles) and Utah Southern lines (about 240 miles) which, if 
included, would give a grand total of 3,949 miles. 

In any arrangement of the terms of consolidation the con- 


trol of all these branch and feeding lines is paramount in im- | P 


portance, Neither real nor accounting cost can be conclusive 
as to value. Earning capacity and prospective settlement of 
the country through which they run become factors which 
cannot be overlooked. Careful consideration and a fair and 
candid exhibition of all the facts, with a view to great per- 


manent mutual advan , will be necessary to any just or 
satisfactory settlement of this branch of the question. 

The “road owned” of the Union Pacific being say 1,815 
miles, while that of the Central Pacific is but 1,205 miles, 
the difference is 610 miles in favor of the Union Pacific, 
while the stock of the Union Pacific is $50,762,300 as 
against $62,608,800 of the Central Pacific, or the former 
at the rate of say $28,000 per mile and the latter at 
$52.000 per mile. To equalize this the mileage of the 
Central Pacific could be increased, or the amount of 
capital stock dec’ —tbe tormer by taking into the 
Central Pacific the entire road and property of the Southern 
Pacific of California—say 727 miles—and cancelling its 
stock, or the latter by increasing the capital stock of the 
consolidated npr yn, Nes $150,000,000, giving $90,000,000 
to the holders of the Union Pacific stock, and giving $ 
000,000 to the holders of the Central Pacific stock. I am 
free to confess that my own views would be to adopt the 
former plan and make the Southern Pacific part of the Cen- 
tral Pacific, cancelling its stock. 

With this view of the question before me and the collat- 
era! question of branch lines and feeders owned or con- 
troied set aside for disposal as before indicated, the main 
question can be much more easily approached. 

The property of the Uniun Pacific Reiley Company—the 
1,815 miles of railroad between Ogden and Council Bluffs, 
Kansas City and Cheyenne and Leavenworth and Lawrence 
-—is undoubtedly much more valuable in earning capacity 
and has a more immediate future prosperity than that of 
the Central Pacific, even including the Southern Paci- 
fic, which would make 1,932 miles. While the ‘ gross 
earnings” per mile of the former are larger, 
the ‘‘operating expenses” per mile are considerably smaller 
for business done, and the ‘net earnings” are more than 
two-thirds greater. To counterbalance this, however, is the 
possession of the Southern route to the Atlantic and the 
prospective increase of local business in California on the 
part of the Central Pacific. 

The coal mines owned by both companies in Wyoming 
Territory and the prospective business of carrying their 
product must become much more valuable to the new 
comeeay than they could ever be to the separate organiza- 

ons. 

The line of railroad which it is pro to build from 
some point near Ogden to Oregon omes a certainty 
through consolidation, and is relieved of all complication as 
to participation in construction and profits. 

The business of Montana, Idaho, Washiigton and Oregon 
—territory north of the fortieth parallel of latitude—must 
eventually become much larger than that of the country 
south—say Southern California and Arizona. 

The following statement of earnings and expenses of the 
two roads has been prepared from reports furnished to this 
office. Those of the Central Pacific include the ‘ Northern 
Division ” of the Southern Pacific—the 161 miles of road op- 
erated by that company itself. 

Union Pacific. 
Average miles operated during the 

year ending June 30, 1880.......... 1,815 
Grnes CALMIUS. .....200000 0086s veeees $20,517,806 


Cen. Pacific. 


2,550 
$18,686,720 





Expenses, including taxes............ 9,321,931 9'333,301 
MROIIN  . o caacscocscee ccs. soan ed $11,195,875 $9,353,428 
Gross earnings per mile.......... aa 11,304 7,32 

Net earnings per mile............ 6,168 3,668 


The following statement of ‘‘funded debt,” ‘capital 
stock” and ‘‘ other debt” is based on the miles owned only, 
that of the Centra] Pacific including the ‘Southern Pacific 
of California,” and the entire debt to the United States, 
principal and interest, is included in both. Thecondition of 
many of the accounts has changed very materially since the 
39th of June last, but as a general statement of vhe affairs 
and condition of the respective companies it will probably 
serve the purpose for which it is presented : 

LIABILITIES, JUNE 30, 1880, 








Cen, & South. 

Items. Union Pacific. Pacific. 
CL, . ccccsetesccsecereens 815 1,915 
UI GIED, 00 oc 00ce cosensesive $125,043,022 $113,557,680 
ID aig 50 0000 0006 506. 008 32,622,142 27,187,411 
eo A eee 50,762,305 99,372,700 
| Sr eee $208 427,464 $240,117,791 

ASSETS, JUNE 30, 1880. 

Cen. & South. 

Items. Union Pacific. Pacific. 
IN aGives 6500.06006000e0 1, 1,915 
Road and equipment, etc. $154,393,035 $213,510,621 
Stocks and Tonds.... ..... 27,651 ,02 4,531,790 
Other assets............... 26,539,771 16,436,813 
ES «on <ipeshrnn one 00es 1,860,167 2,043,783 
Unsold lands, estimated......... 15,000,000 15,000,000 
RES 12.456 4004.40%) 0907600008 $225,444,302 $251,523,607 


The annual interest ane and the amounts payable to 
the United States under existing laws, as below given are 
approximated so as to present a comparison of “net income.” 


n. & South. 
items. Union Pacific. Pacific. 

SP aT $1,339,237 
Annual interest on funded debt other 

than United States.................. 5,500,000 5,250,000 

“Thurman” law requirements........ 350, 1,000,000 

Charter act wirements (K. P.)....... ae ssasseedye 

6 per cent. dividends on capital stock. 3,045,738 5,962,462 





0 Se Terre $10,045,738 

Net earnings as before 11,195,875 
Income interest on bonds of branch 
roads, ee at 6 per cent. on 


$13,571,629 
9,353,4 


ES so 09.6 94as aosakesccasaree 960,000 82,7 19* 
Income, for payment of interest, divi- 
SN Fine 0s Sestedeeseesess whos 12,155,875 9,436,147 
Surplus, Union Pacific ........... «++. $2,110,187 i... ooo es, 
Daticlt Comtral Pacis. .......ccccccesscccceccverccs $4,135,482 


* Dividend on W. F. & Co. stock at 8 per cent. 

The Central Pacific main line—average miles operated, 
1,800—had gross earnings of $10,330 per mile and net earn- 
ings of over $5,000 per mile during 1879. : 

ad the business of the roads as given been consolidated 
the net income would have been nearly $21,000,000 (exact 
figures, $21,592,022); rentals, interest and United States re- 
quirements, $14,609,367, deducted, would leave $6,982,755 
available for dividends, which is 6 per cent. on $116,379,000, 
The fact of the greater earning capacity of the Union Pacific 
per mile and its surplus over a6 per cent. dividend on its 
present capital stock, while the combined net income of the 
Central & Southern Pacific and leased lines only permits of 
a dividend of 6 per cent. on some $80,000,000, as 
against the $90,372,700 of capital stock outstanding, would 
seem to indicate what the equitable basis for consolidation 
should be, viz.: An amount of stock for each company 
equivalent to that upon which it could separately earn, say 
a dividend of 6 per cent., which would give a consolidated 
capital stock of about $125. 600,000 to Union 
acific stockholders and $62,500,000 to Central Pacific 
stockholders—reducing Southern Pacific stock to a nominal 
amount of say, $1,000,000, to be held by the conso 
company. is would be considering the better earning 
of Union Pacific to be counterbalanced by the 





ca t 
Central’ Pacific’s possession of the Southern route. 


Tue business of the present year on the same roads will 
peer gy roduce a sum available for dividends of at 


, ’ fe 
It will be noticed that the difference between the liabilities 
of the two companies as given is nearly $82,000,000 in favor 
of the Union Pacific. The difference between ‘ funded” and 
a seer ail less ‘‘ other assets,” of the two companies isas 
ollows, viz.: 








Union. Central. 
rr eee $125,043,022 $113,557 ,680 
ee ea ee $2,622,142 27,187,411 
ED kitiinaaness Heakbebeens cen’ $157,6U5,164 $140,745,001 
Less : 
Other assets and stocks and bonds.. 54,190,800 20,968,603 
OR hoc s yikes nibecetoekes $103,474,364  $119,776,488 


That is over $16,000,000 in favor of the Union Pacific, 
The difference between the total amount of capital stock of 
the Central & Southern ($99,872,700) and that of the Union 
(850,762,300) is $48,610,400. Cancelling say $35,768,900 
of “Southern,” and increasing ‘‘ Union ” by say $12,000,- 
600, would a the amounts fur the two companies to 
nearly the same figure. The “ surplusincome” of the Union 
Pacific will enable it to pay 6 per cent. on a larger amount 
of stock, while that of the Central and Southern is just the 
reverse. The net amount due the United States by each 
company is nearly alike, say Central, $43,000,000 ; Union, 
$45,000,000. 

Everything seems to point to an equal division of the stock 
of the new consolidated smeeny which, at $125,000,000, 
would give Central Pacific nearly its present amount, and 
would increase Union Pacitic about 23 per cent. 

Thanking you for your kind frankness in submitting this 
matter for my views, which given as they are in a general 
way, may or may not coincide with those of any of the gen- 
tlemen most interested, but to which with the best light [ 
have upon the subject I have given careful and considerate 
study, I am, yours truly, THEOS. FRENCH. 





RAILROAD LAW. 


Liability of Railroad Company for Accidents in 

Sleeping Cars. 

A Washington dispatch of Nov. 22 says: ‘ The United 
States Supreme Court decided to-day, in the case of Joseph 
E. Roy, who was injured by the breaking down of a berth 
in a Pullman sleeping car on one of the leased lines operated 
by the Pennsylvania Company, that the railroad company 
was responsible, notwithstanding the fact the car was own 
by a separate company. The case was remanded for a new 
trial, however, on the ground that evidence tending to in- 
xt vem the damages was improperly admitted in the court 

ow.” 


Road Crossing Accidents—Negligence. 

In Hensil against the Pennsylvania Company, Lessee, the 
Indiana Supreme Court last week gave a decision which is 
as follows: 

1. In an action ne a railroad company to recover 
damages for personal injuries occurring at a street crossin 
in a city of this state, the plaintiff introduced evidence tend- 





8|ing toshow that the whistle of the locomotive attached to 


the train which injured the plaintiff was not sounded as the 
train approached the crossing. Held, That it was competent 
for the defendant to put in evidence an ordinance of the 
city prohibiting the sounding of a locomotive whistle during 
the ordinary transportation of trains through such city. 

2, The failure of the railroad company to perform ony 
duty imposed, either by statute or an ordinance, is negli- 
gence per se, and entitles an injured party to recover, pro- 
vided failure was the proximate cause of theinjury. An 
instruction on the subject must, therefore, to be proper, 
inform the jury that to entitle the plaintiff to recover, the 
failure to comply with the ordinance or statute must have 
been shown to have been a proximate cause of the injury. 

8. It isonly when the circumstances of a case are such 
that the standard of duty is fixed and certain, or when the 
measure of duty is defined by law and is the same under all 
circumstances, or when the ooemem is so clearly defined 
and palpable that no verdict could make it otherwise, that 
the court is authorized to make the question of negligence 
one of law and not of fact. 


Rights of Passengers at Stations. 

The New York Court of Appeals decides that a passenger 
by railroad has a strict legal right to be run over by the cars, 
at the depot, if he or she so desires, The particular incident 
which led to the elucidation of this great principle occurred 
at Darien, on the Erie Railway, while it was un ler the charge 
of somebody whom the law-book calls a ‘* Receiver,” but 
who will not receive anything by the judgment io this case ; 
on the contrary, he has to pay $4,000. A young ae ar- 
rived at the station, intending to take the cars for Buffalo. 
Her father accompanied her, and, while she visited the 


s- 
*|senger-room and purchased a ticket, be made inquiries 


outside as to the arrival of her train. He returned 
to the sitting-room and informed her that it would 
not arrive for some time; he then bade her . 
by and departed, leaving ber w find her way to the cars 
when they should come. When the train was signaled the 
young y came forth to take her seut. For some acci- 
dental reason the train halted a rod or two before reaching 


28 | the station, and then started slowly onward again, appar- 


ently giving the lady the impression that she must hurry 
along the tracks and get upon the steps ot the car before the 
train got under myn | again. She commenced to do this, 
and, being flurried by the apparent need of haste, took no 
notice of a freight train which was “ backing and filling” 
among the complex tracks about the station. this freight 
train she was run over and killed, and her father sued for 
damages. Now. there is a very familiar rule that persons 


crossing a railroad track are in duty bound to 
look and listen for any approaching train. If they 
omit this caution, and are hurt, any law-suit 


is at once met by the answer, “It was your own fault ;” 
which is always a good defense to a suit for negligence. 
There are half a dozen decisions to this effect every year. 
Therefore, although the witnesses testified that the passen- 
ger train ought not to have stopped where it did; and that 
the freight train ought not to have been moving back and 
forth in the yard at atime when the place was thronged 
with passengers, yet the railroad Receiver thought he had 
a clear case. “For,” he said, “the lady ought to have 
looked and listened for the freight train.” But the Supreme 
Court and the Court of Appeals both say, ‘‘ Not so.” The 
lady was a passenger, she had bought a ticket, and was at 
the station for the purpose of taking the cars. 
The facts gave her the right to expect the peculiar 
eare which railroad managers are required to 
show toward passengers. The rule that a traveler cross- 
ing a railroad track is bound to use his eyes and ears to as- 
certain whether a train is approaching does not apply to a 
passenger at a station, whose purpose in crossing a track is to 





reach his proper train, The company is bound to furnish to 
its passengers a safe and convenient access to the cars; if the 
approach provided involves a passenger’s crossing the track, 
the company must keep the track clear for him to do so. 
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And the passenger has the right to take it for granted that 


no other train will be run across his 
moment. Therefore, the verdict in 
sustained.—New York Times, . 

A very similar decision—also against the Receiver of the 
Erie—was given by the New Jersey Court of Errors two or 
three years ago. 

Railroad and Express Companies. 

In Nashville, Tenn., Nov. 18, Judge Key, in the United 
States Circuit Court, rendered a decision in the case of The 
Southern Express Company vs. The Louisville & Nashville 
Railroad. He granted a preliminary injunction to the com- 
pany. to continue until further orders or a decree of the 

dour, restraining the railroad from imposing upon or exact- 
ing from the plaintiff in the conduct of express business on 
the New Orleans, Mobile & Texas Railroad and Western 
Railroad of Alabama any terms or conditions not im at 
the tme next preceding the 3d day of October, and from 
disturbing in any way the enjoyment of the Southern Ex- 
press Company of the facilities and means of conducting its 
express business on the lines mentioned. In his decision 


7 Key says : 

“The conduct of the express business is no part of the 
duty of railroads. Until within a recent period there has 
been in the coun no effort ou the part of railroads to 
carry iton. They have been content not only to permit 
this business to be done over their lines by others, but have 
fostered it by the terms allowed and opportunities given, 
until it has grown into a distinct, separate and organized 
branch of general business, different in its method and char- 
acteristics from the natural and legitimate transactions of 
railroads, Expressage has grown intu a public aprarer be 
The idea cannot now be entertained that railroads directly 
or by indirection can trammel or destroy express enter- 
prises by excluding express companies from their lines, 
or by fettering them with unjust regulations or 
unfair discrimination; nor can a railroad assume 
to itself the exclusive right or privilege of carrying the 
express business over its own lines, or any portion of them, 
I do not undertake to say that a railroad may not undertake 
to act as an expressman; but if it should undertake to do so 
it must do so as an expressman and not asa railroad, It is 
no part of its duty or privilege as a railroad. If, then, in the 
conduct of its business as an expressman its duty, relations 
and operations be different and distiact from those apper- 
taining to it as a railroad, it must treat its express depart- 
ment as though it had a separate individuality aden that of 
the railroad ; as though it were a stranger to the railroad 
in so far as it relates to its transactions to other express com- 
panies, It must give to it no opportunity, advantages or 
privileges it does not allow to other express companies carry- 
ing on a like business, The very fact that the interests and 
rivalries of a railroad doing such a_ business tempt 
its officers and employés to secretly discriminate 
in its favor, and that it has so many opportunities 
uad advantages in the conduct of its operations 
to covertly discrimiiate in its favor, as against the express 
company which may be the rival of the railroad on its line, 
demands that the courts must hold the railroads which in- 
corporate expressage as a branch of their business transac- 
tion to a strict and rigid impartiality, so far as it may pos- 
sibly be done. In dealing with this case, the Louisville & 
Nashville Express Company must be considered and treated 
by the railroad as though it were a company or person in no 
wise connected with or belonging to the ralroad. In so far 
as privileges and advantages are given it must have no bet- 
ter treatment than a stranger company doing a similar 
business over its lines under like conditions. Both are to 
be regarded as customers of the railroad, and neither as 
being a part of it. It it be said that this is impossible, the 
reason for the rigid enforcement of as near an approach to 
an impartial administration of their affairs as may be be- 
comes the more imperative.” 


pe at the particular 
avor of the futher is 





HEAP. 


THE SCRAP 
Securing the Right of Way. 


There was a Detroiter among the trio of officials who 
passed over the route of the Butler rond to secure the right 
of way. In some cases farmers cheerfully sigued off ; in 
others money had to be used, but in one case the Committee 
found a most determined opposition. The road would divide 
a widow's farm, and she was independent, obstinate and de- 
flant. She knew that her haystacks and barns would be 
destroyed by —_—- live stock run over by trains, and 
her slumbers distur’ by the rattle of trains, and she 
wouldn’t listen to argument, In this emergency one of the 
Committee said : 

** Madam, do fy know of any widow in this neighbor- 
hood who would be willing to board a gentleman connected 
with the construction of our road? He is a widower, and 
prefers to board with a widow.” 

“No, I don’t know asI do. Is he a nice man ?”’ 

‘Splendid man, and has money in the bank. We want 
him to permanentl locate at this point, and are in hopes he 
will take a wife. It is unfortunate that—” 

“I never did take boarders,” she mused, ‘* but—” 

‘If you only could, now, I’m sure you would not regret 
it. He is extremely fond of children, and would be like a 
father to your little ones.” 

** Perhaps I might accomodate you.” 

‘Ah! thanks. He would be here next week if this right 
of way matter was decided, but as it is he may not——” 

‘*Do you agree to pay damages if you burn my barn ?” 

** Of course we do.’ 

‘** And I'll probably get used to the noise ?” 

sg Oh, of course. ly a week you won’t mind it. Fact is, 
you'll sit up every night till midnight, anyhow, after the 
wentlemen arrives.” 

On, no, I shan’t, I shall never love again ; but if he isa 
nice man and loves children, why, I don’t know as I ought 
to stop your road, I guess I'll sign !’—Detroit Free Press. 
Comfort for Female Travelers. 

PR: following letter has been published in the New York 
rioune > 

‘Tt has been my good or ill fortune during the last few 
yeas to travel thousands of miles in railroad cars, and I 
ave always experienced a great deal of discomfort for want 
of proper rest for my feet. Railroad car seats seem to be 
generally designed to promote the comfort of men; and I 
imagine that the gentlemen who plan them do not consult as 
much as they might the opimons of their wives and 
daughters. 

_‘\ A few days ago, while traveling on a well-known New 
England railroad, I found in front of me a most comfortable 
foot-rest, which seemed to be drawn out from under the seat 
in front. I had not seen anything of this kind before in my 
may journeys, and the comfort which it gave me created a 
ieciing of surprise that all car superintendents did not in like 
manner consult the comfort of their lady patrons. I write 
pa maa hope that their attention may be called to the 
subject. 

“I fear that the officers of compenins generally ride in 
palace cars, and are not aware of the inconvenience result- 
ing to ladies who cannot afford such a luxury, 

I would respectfully suggest they should occasionally 





ride in ordinary cars. and thus become aware of what I 
complain—the want of a proper rest for the feet of lady 
travelers.” 

The above communication seems to be worth the attention 
of car superintendents. It is evidently written by a lady, 
but we do not know what road is referred to, as several 
New England rai'roads are putting in foot-rests to their 
coaches, and notably so the Boston & Albany and the East- 
ern Raijroad. 

A Financier. 

An oldish man who was on his way west took a lunch at 
the eating stand in the Detroit, Grand Haven & Milwaukee 
depot yesterday, and in payment tendered a $20 Confed- 
erate note, 

‘* We don’t take this sort of money here,” said the attend- 
ant, as he scanned the bill. 

‘Don’t, eh? Very well. Customs differ in localities. 
They take it in some places, and refuse itin others. No par- 
ticular harm done to offer it. How’s this bill 7’ 

It was an old wildcat bill of 1840, and it was handed back 
with the remark that it wouldn’t pass. 

‘* Won't, eh? Well, no great harm to offer it. Are you 
willing to take my note of hand for sixty days for this 
sum ?” 

* No, sir.” 

‘*Won’t, eh? There are places where they will and places 
where they won’t. This seems to be a place where they 
won’t. Nocrime, though, to propose it Do you think I 
would have any success in standing you off ?” 

** No, sir.” 

‘* T presume not, but the inquiry seemed pertinent. Does 
it appear to you as if I would have to pay this bill in 
cash ?” 

**Tt does.” 

‘“* Strikes me the same way, too. There are times when it 
seems impossible to wriggle out of cash payments. I havea 
proposition which I have saved as a last resort. Are you 
willing to look upon me as an object of charity and donate 
me this 30 cents’ worth of luncheon ?” 

** No, sir; I am not.” 

‘* That’s what I expected, but I thought it no harm to make 
it. I see no other way except to pay cash, Please take your 
chauge out of this 50 cents.” 

The right change having been handed him he heaved a 
sigh of relief and sat down to pick his teeth with a splinter 
from the broom.—Detroit Free Press. 

Game. 


A Cincinnati paper revises an old—but not bad—story in a 
new form by relating how a clerk in the office of Mr. In- 
galls, President of the Indianapolis Railroad, at Cincinnati, 
obtained leave of absence to goon a hunting excursion in 
Northern Indiana, but returned without so much asa chip- 
munk. On getting back, he wrote a note to Mr. Ingalls 
thanking him for bis courtesy and begging his acceptance of 
a package of game, as the result of his efforts. He then gave 
a porter $5 and told him to buy a couple of dozen of quail or 
wairie chickens and take them with the note to Mr. Ingalls. 
The porter could not find either quail or chickens, and so 
bought a dressed turkey and two cans of oysters, which he 
delivered to Mr. Ingalls. The latter’s astonishment may be 
imagined. 


ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 





"age Page. 
Alabama Great Southern,..... 417 Lehigh Coal & Nav. Co,......... 107 
Allegheny Valley............ 152, 2 137 


25 Lehigh Valley.......0-.ssseceves 
Atchison, Topeka & Santa Fe .. 826 Little Miami (P., C. & St. L.).... 2 
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Atlanta & West Point.......... 414 Louisville, Cin. & Lex 
Atlantic, Miss, & Ohio..... 864, 47 
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8% Louisville & Nashville 
Atlantic & North Carolina 44 Maine Central 



























Baltimore & Ohio... Manhattan.... .......... 598 
Baltimore & Potomac. Marietta & Cincinnatl...... -. 604 
Boston & Albany....... 08 Massachusetts Minor Railroads 504 
Boston, Concord & Montreal... 310 Mass. R. R. Commission...,... 45 
Boston & Lowell..........s0008 74 Memphis & Charleston....... . 631 
Boston & N. Y. Air Line........ 403 Michigan Central... ... ...244, 260 
Boston & Providence....... .. 680 Michigan Minor Ratlroads...... 500 
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Bur., Cedar Rapids & No .. ... 4127 Minneapolis & St. Louis ...152,417 
Bur. & Mo. River in Nebraska. 56 Missouri, Kansas & Texas...... 500 
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Charlotte, Col, & Augusta..... 151 New Jersey Minor Railroads .. 5¢6 
Chartiers (P., C. & St. L.)....... 218 N, Y., Lake Erie & West....... 6, 12 
Chesapease 4 Del. Canal.... . 826 N.Y.,N.H.& Hartford........ 26 


Chesapeake & Ohio.........+ 96, | N. Y., Providence & Boston.... 25 
3 11 


Chesapeake & Ohio Canal...... 10 N, Y, & Oswego Midland,...... 

Chicago & Alton........... 136,156 Northeastern (S. C.)............. 374 
Chi, Burlington & Quincy.16¥,176 Northern Central............... 12% 
Chi., Clint,, Dub., & Minn....... 178 Northern (New Hampshire).... 206 
Chicago & East, Ilinois....... 508 Northern Pacific........... .... 6388 


Chicago, Mil, & St. Paul... .206, 212 
Chicago & Northwestern., .444, 440 
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Chi. & West Michigan 
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% Oregon Ry. & Nav. Co 464 
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Paducah & E 
$74 PAMAMA,.......00e0008 

Pennsylvania Railroad. ), 137 
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Cin. & Mus. Val. (P.,C. & St. L.) 218 Pensacola & Perdido........... QR 
Cincinnati Soutihern,...... .. .. 124 Philadelphia & Reading..... .. 88 
Cleve., Col., Cin, & Ind,,,,184, 15% Phila., Wil. & Baltimore........ 11 
Cleve., Mt. Vernon & Dela...... 600 Pitts., Cin, & St. Louis.......... 213 
Cleve.. Tus. Val. & Wheeling .. 162 Pitts.. Fort Wayne & Chicago .. 3652 
Col,, Chic, & Ind, Cent, (P., ©. Pittsburgh & Lake Erie........ ( 

Bbi Ladeoncsresecncvnecececs 213 Pitts., Titusville & Buffalo...... 319 
Col. & Hocking Valley.... 4 Pitts. Wh. & Ky.(P.,C. &St. L.)231 
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Delaware & Hudson Canal. 96,178 Rutlamd,..., ...cssscccecssceeees 436 
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Del., Lack. & Western.......... 75 St. Louis, lron Mt. & Southern. 177 
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Galv., Houston & Henderson... 75 Texas & Pacific 
Georgia R. R. & Banking Co.... 206 Troy & Boston ....... . .. 70 
Georgia R. R. Commission..... 241 Troy & Greenfield..... ° ». 417 
Grand Rapids & Indiana....... 874 Union Pacific... ..... ...secccese 151 
GrORG TRUK. .o.ccccccasecee 264,569 Utica & Black River... .. 404 
treat Western............5. 264, 569 Vermont & Canada.... 588 
iannibal & St. Jere bpegesee 162 Vermont Valley.. .... SoS 
fan, June., Han, & Gettysburg $812 Vicksburg & Meridian..... 812 
DROME, 5 ocacssccssanceneunen 238 Wabash, St. L. & Pacific....... 7 
fouston & Texas Central...... 864 West Chester & Phila.......... 76 
iuntingdon & Broad Top....... 96 Western, of Alab Saeeseesn 
llinois Central............+ 18,123 Western Maryland oe 681 
Indianapolis, Bloom. & West., 552 Western North Carolina 188 
nd., Decatur & Springfield.... £68 Western R. R. Assoctatio: 46 
ntercolonial.... ese. cesses 162 Western Union Telegraph. 5L0 
Kan. City, Fort Scott & Gulf...573 West Jersey.... .. ....+..- . 598 
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Kentucky Central............0++ 319 Wilmington & Weldon......... 198 
Knoxville & Ohio................680 Wisconsin Central..... ........ 318 
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Lake Erie & Western 594 Wisconsin Valley..... .. .....++ 
Lake Shore & Mich. South..252, 2.8 Worcester & Nashua 


Old Colony. 


This company’s lines cover the whole of southeastern 
Massachusetts, and extend to the west and north of Boston 
as far as Fitchburg and Lowell, the company now operating 
a greater mileage than any other company in Massachusetts. 
They are as follows : 








Miles. 
I SE Es, oc tiheneceog.eod ess abehe cheered ener 67.7 
South Braintree by Middleboro to Somerset Junction. 7.60 


South Braintree to Plymouth................-- 
Braintree by Cohasset to Kingston................ 
Cape Cod line, Middleboro to Provincetown 


Total, counted as main line owned 
Nine short branches and connections 





Scotty ce oo MN idl 302.51 








Total owned ...... .. 
Boston, Clinton, Fitchburg & New Bedford system, leased: 
oS Ares 91.02 
South Framingham to Lowell ............ Tee, 
Fairhaven to Tremont................. «. --15.17 
Seven short branches and connections 19.14 
—151.45 
IE: Sanches cexkaeiesds., 9%, 044.05 >A Pane een 453.96 


The company also owns the Fall River, Warren & Provi- 
dence road, 5.79 miles, worked separately; trains from its 
Fitchburg line run over the Boston & Albany track from 
South Framingham to Boston. It owns a controlling interest 
in the Old Colony Steamboat Company, whose lines run from 
Fall River and Newport to New York, and a large interest 
in the Nantucket & Cape Cod Steamboat Comvany. It 
works the Union Freight Railroad, which connects its tracks 
with those of the other roads entering Boston. 

The equipment consists of 109 locomotives; 213 passenger 
and 55 baggage cars; 738 box, 40 stock, 660 flat, 72 stone 
and 6 caboose cars; 1,000 coal and gravel cars. 

The general balance sheet, somewhat condensed, is as fol- 
OWS: 


Stock ($23,582 per mile).... 


$7,133,800 .00 
Bonds ($18,963 per mile) 


5,737,000.00 
81,645.26 
485,052 67 
70,000.00 
754,619.04 


Current accounts and balances.... .... 
Improvement account....... .... . 
a ee ; 


Ma rdtb bi tahndss  teenncne teed coe snsenestas $14,262,116.97 

Road and equipment ($38,957 per 

I ee ei pales neenei xb 4ccenens $11,784,655.17 
Real estate and land accounts.... 288,493.50 
Dorchester & Milton Branch ....... 36,937.88 
Fall River, Warren & Prov. R. R., 

MUODIINE Es Sec oncsesccsse nape re 348.655 .43 
Union Freight R. R. stock, ete...... 101,478.17 


Old Colony Steamboat Co. stock.... 725,500.00 
Nantucket & Cape Cod Steamboa 

inte dense e¥bius gece” ceogeebtony A 15.340.83 
IL, ing c cnapechcdboees cbandea 21,449.50 
DE ei ttbess ixcecee See wtiiee 400,172.92 
Bills and accounts receivable.... 409,697 .78 


Se 129,735.79 





14,262,116.97 


The statement of earnings and income account is as fol- 
lows: 
PASSENGETB......6- 56sec ees 
RD ei sais Saat ied biota hb wh eer 8680 sesh apes 6.00 
Express, mails and extra baggage... 
Rents and miscellaneous ... 


.. .$1,797,238.55 
. 1,493.531.38 
143,157.16 
84,842.47 
..$3,518,769.56 


- 2,317,122.52 


WOU rss 000 cab 
Expenses, including taxes 


ceseceee «  seeeG1,201,647.04 
.. $381,001.96 
53,160.42 


Net earnings ..........-s0s 
Interest for the year.......... ee 
Less interest and dividends received.. 
. . $827,841.53 
. 378,109.23 

3,435.75 

416,028.00 

70,000.00 
——— 1, 195,414.51 


Balance of interest 
Rentals paid. .. 
Deficit on Union 
Dividends, 6 per cent.... ........-sseeses 
Appronetaada to improvement account.. 


Balance for the year.... 
Premium on stock sold ; 
Surplus Sept, 30, 1879... 





$831,916.97 


Mah 53004 6:0-59:00 0 n0d0 ax perocereey 
Sundry worthless accounts ..._........ 
Balance expenses of Wollaston disaster. 


$6,715.08 
70,582.85 


77,297.93 


Surplus, Sept. 30, 1880.. ........ 


The Wollaston accident was charged with $348,453.14 in 
the preceding year; adding the balance charged last year 
makes $419,035.99, the total cost of that disaster to the 
vompany—just about a year’s dividends, 

The Hoston, Clinton, Fitchburg & New Bedford road was 
worked for only eight months of the fiscal year 1878-79. To 
make a complete comparison the earnings of that road for 
the first four months of that year are added, with the follow- 
ing result: 

















1879-80. 1878-79. Increase. P.c. 
Grossearnings ...$3,518,769.56 $3,121,756.94 $397,012.62 12.7 
Expenses and 
taxes.... 0see 2,137,891.51 179,231,01 8.4 
Net earnings. . $1 ,.201,647.04 $983,865.43 $217,781.61 22.1 
Gross earn. per 
a eee eee 7,765.13 6.876 25 888.88 12.7 
Net earn. per mile 2,616.80 2,167.12 479.68 22.1 
Per cent. of exps. 65.85 CBSE we cncves eevee 


The balance of interest last year was $46,339.42 less than 
in the preceding year, and rentals $140,587.29 greater, 
showing an increase of $94,247.87 in fixed charges, and a 
gain of $80,155.62 in net income after paying those charges. 

The traftic for the vear was as follows: 








Train mileage: 1879-80 1878-79. Ine.orDec. P.c 
Passenger...........-- 1,357,725 1,177,663 I 180,062 15.3 
Preight........... 790,641 503,687 I, 196,954 34.2 
Service, etc,. ......... 318,192 245,558 I. 72,634 29.0 

, Pee 2.466.558 2,016,908 I, 449.650 22.3 
Passengers carried... 6,279 4,619,636 1. 906,643 19.6 
Passenger mileage... .89,502,519 71,307,736 I. 18,194,783 25.5 
Tons freight carried... 1,371,449 1,013,696 I. 357,753 35.3 
Tonnage mileage......51,169,628 42,450,366 I. 8,719,262 20.5 

Av. train load : 

Passengers, No........ 65.92 60.55 I. 5.37 8.9 
Freight, tons.......... 64.72 71.60 D. 6.88 96 


The coal tonnage for the year was 230,190 tons, against 
206,166 in 1878-79, and 106,293 in 1877-78, Of the pas- 
senger mileage 33.8 per cent.,and of the tonnage mileage 42.3 
per cent. was of business to and from other roads. : 

During the year 4,000 tons of steel rails and 200,951 new 
ties were laid; there are now 161 miles of steel track in the 
line owned and 52 miles on the leased line. The Boston pas- 
senger and freight houses have been enlarged; 27,787 feet 
new sidings laid: road-bed and fences improved and new 
drawbridges made over Fort Point Channel and the Ne- 

mset and Wareham rivers. Two engines, 72 freight and 

0 coal cars were added to equipment; 5 engines, 4 passen- 
ger and 2 baggage cars, 47 freight and 29 coal cars built to 
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replace old ones broken up. All these improvements were 
charged to expenses. 

The property of the Fall River Iron Works has been 
bought for $280,500, making a much-needed addition to the 
land and wharves owned in Fall River. A new freight 
house has already been built on these lands. 

The report says: ‘* During the year 4,000 shares of stock 
have been sold for $436,150. The money derived from this 
source has been used to meet the indebtedness incurred by 
the purchase of the lands at Fall River, and to pay the 
maturing liabilities. Notes amounting to $210,250 have 
been paid, and of the bonds falling due October 1, 1880, 
$127,500 have been retired and canceled. For the payment 
of the bonds $50,000 inas been received from the trustees of 
the sinking fund established by the South Shore Railroad 
Company. The outstanding debt has thus been reduced by 
the sum of $337,750. Of the debt, $81,€45.26 is in the form 
of notes payable, and of this $50,000 has been paid at the 
date of this report. 

**The business with New York has been very large during 
the year. The rates for both freight and passengers have 
been low, but the profits have been satisfactory. The Steam- 


boat Company, in which our interest is large, has carried a | G 


considerable amount to its reserved profit account, and is 
now nearly free from debt. It is pro to built a new 
boat, to be in all respects equal to the Providence and Bris- 
tol, to be ready to run upon the line in the course of the next 
year. 

‘* During the year the sum of $70,582.85 has been paid in 
settlement of claims growing out of the Wollaston disaster. 
This has be@h paid out of the surplus reserved for the pur- 
pose in the accounts of last year. All claims have been ad- 
justed. There are some small amounts still to be paid, the 
payment having been delayed by attachments under trustee 
process or otberwise. 

‘The increase in our business renders it imperatively nec- 
essary to construct a double track between Somerset Junc- 
tion and the stations in Fall River. Some progress has been 
made in this direction by purchase of land and grading the 
road. As there may be some difficulty in procuring by pur- 
chase all the land necessary for this purpose, the directors 
ask for authority to take the same under an act of the Legis- 
lature, to be applied for at the next session. A vote for this 
purpose will be presented at the annual meeting, upon which 
the directors ask favorable action ty the stockholders. 

‘In the next year $265,500 of bonds issued by the Cape 
Cod Railroad Company, and $125,000 of bonds issued by 
the South Shore Railroad Company, which have been as- 
sumed by this company, become due. The directors have 
already sufficient power, under votes of the stockholders, 
to provide means for their payment. They now bear inter- 
est at the rate of 7 per cent., and can be funded at a much 
lower rate. * * 

‘Tn the expenses is included the cost of valuable and ex- 
pensive improvements made to the property of the com- 
pany, by which its value isincreased. Butin our long line 
of road, with increasing business, the demand for improve- 
ments and increased facilities at many points is constantly 
urged upon us. The cost of such improvements and addi- 
tions can only be met by using a part of our income for the 
purpose, or by increasing the capital; and the directors 
have considered it the best policy, for the past year at least, 
to use the income, after paying a dividend of 6 per cent upon 
the stock, for the improvement of the property. Out of the 
net income of the year $70,000 has been credited to im- 
provement account, to be applied to future improvements to 
the property.” 





Denver & Rio Grande. 





At the annual meeting of this company last week Presi- 
dent Palmer presented a statement, a summary of which is 
as follows: 

The number of miles now completed is 635, and it is ex- 
pected that 902 miles will be open in April, unless de- 
layed by snow. The last-named mileage would have 
been in operation already but for the impossibility 
of retaining enough laborers. Winter having ap- 
proached, all the men required are now obtainable, and 
netween 4,000 and 5,000 men and 3,000 animals are now 
working on the company’s extensions. The gross earnings 
from an average of 468 miles, operated since the 5th of last 
April, when the company resumed possession of the road, 
to the Ist of November, were $2,288,594; net earnings dur- 
ing the same period were $1,200,069; fixed charges, includ- 
ing equipment payments, were $713,866, leaving a surplus 
of $486,203. The road was opened to Leadville on July 1, 
since which time to Nov. 1 an average mileage of 527 
miles has been operated. The gross earnings, after deduct- 
ing the South Park bonus, were #1 653,166; net earnings 
during the latter period were $876,088: the fixed charges 
were $407,934, leaving a surplus of $468,154. The report 
advises against the payment of dividends for any portion of 
the current year, because of the necessary large outlays for 
additional buildings, tracks, etc., made necessary by the 
enormously increased business. It is believed that the pay- 
ment of semi-annual dividends can be resumed on July 1, 
188!. Meanwhile, to provide for the promised extensions, 
which have been in contemplation for some time, the stock- 
holders will soon be offered the exclusive right or preference 
to take a new subscription of $3,000,000 or $4,000,000 con- 
solidated bonds, at the rate of $12,500 per mile, with the 


sew amount of stock at 165, or par for the stock and 65 for 
nas, 





Boston & Maine. 


This company owns a line from Boston to Portland, Me., 
115.50 miles, with four short branches, 11 miles in all, mak- 
ing 126.50 miles owned. It leases the Newburyport road, 
26.98 miles: the Danvers road, 9.26 miles; the Lowell & 
Andover, 10.10 miles: the West Amesbury Branch, 4.50 
miles, and the Dover & Winnipisseogee, 29 miles, making 
79.84 miles leased and 206.34 owned and leased. The 
Methuen Branch, 8.75 miles, however, is leased to the Man- 
chester & Lawrence, leaving 202 59 miles worked. The re- 
port is fur the year ending Sept. 30, 1880. 

The equipment consists of 80 locomotives; 11 snow-plows; 
167 passenger and baggage cars; 1,844 merchandise and 
other cars. This is a net increase during the year of 1 loco- 
mae, 3% passenger train cars and 152 freight and other 

8. 

The general account is as follows, condensed: 

Stock (received from sale of 70,000 shares)........ $6,921,274.52 
Bonds ($27,668 per mile)... ..........00.ccececeeees 3,500,000 .00 
Notes, bonds and accounts payable................ 89,776.58 


POON, 0m): WOM. «S504; achenevsduissai ae teens 1,761,995.41 
nn NP CM Te Meee 12,273,046.51 
Road and equipment ($84,988 per . : 
ee EE EA SO ig. $10,750,983 .96 
Macerials and fuel.... ............. 205,935.86 
ge gine stocks, bonds and ac- 
en, RE A CORTE, ES IES Be 872,064.32 
Notes RR pans FRR . Lor eH 
Secs vstoscecst dPoces paslecci shit 311,842.62 
—— —___ $12, 273,046.51 


There were no changes of importance during the year. 
The slight changes made are noted below, “ 


The traffic for the year was as follows : 


1879-80, 1878-79. Increase. P.c, 
Train mileage............ 1,735,103 1,609,619 125,484 7.8 
Passengers carried...... 4,829,028 4,572,175 256,852 5.6 
Passenger mileage....... 68,596,870 64,974,753 3,622,117 5.6 
Tons frei, hv carried. ... © 810,122 685,598 124,524 18.2 
Tonnage mileage......... 39,952,004 $2,344,295 7,617,709 23.6 


Traffic, both freight and passenger, shows a very consider- 
a gain, largely due to increase of local business, as shown 
ow. 
The average passenger journey was 14.21 miles ; average 
freight haul, 49.32, indicating a preponderance of local busi- 
ness, 








The earnings for the year were as follows: 
1879-80. 1878-79. Increase. P.c. 
Passengers ...... $1,416,167.42 $1,257,067.57 $159,099.85 12.7 
Freight.......... 930,014.93 805,460.11 124,554.82 15.5 
Mail and express 92,088.78 87,329.42 4,759.36 5.5 
Rents, etc....... 94,381.41 88,964.04 5,417.37 6.9 
Tctal.... .. 2,532,652,.54 $2,238,821.14 $293,831.40 13.1 
Expenses........ 1,598,218.42 1,441,955.48 156,262.94 10.8 
Net earnings.... $934,434.12 $796,865.66 $137,568.46 17.3 
ross earn. per 
Sa stein cage's 12,501.37 11,050.99 1,450.38 13.1 
Net. earn. per 
| Sr Se 4,612.44 3,933.39 679.05 17.3 
Per cent of exps. 63.10 O64 ANe0K. 3 


Included in expenses are rentals of leased lines, which 
were $87,200 in each year. Last year the sum of $27,- 
026.50 was expended in filling Prison Point Bay, a perma- 
nent improvement. Taxes were $98,65z.31, an increase of 
$2,521.17 over the previous year. 

he income and profit and loss accounts for the year were 
as follows: 


COTO, ons ccdvaephoescbennesecccceseed $934,434.12 
ES USig 55) + oa Ladebasweseateahs bcets keto euace pep 245,908.33 
Beet Ces BOF PON a iis Sede dk Sen ccccectve $688,525.20 
Balance of profit and loss, Sept. 30, 1879........... . 1,628,993.41 
I +: dietkncins <td S65 Se headend s G06 ¢ Wed aad $2,317,518.70 
Dividends, Nov., 1879, and May, 1880, 614 
PIES 5a cbtad eb0d 0 Uh caebaeee Reo ad $455,000.00 
Old accounts charged off.... ............. 523.29 
Reserved from earnings of 1879 for im- 
DOR VORRONOR 6:55 i. vecccepecve edssece! ato 160,000.00 


——— ss 65,523.29 





Balance of profit and loss, Sept. 30, 1880....... $1,761,995.41 
From which there is reserved for improve- 
PID sis nso ocansdevderd Bee Bbdbesonbdec oe $150,000 
And for dividend, Nov, 15, 1880, 4 per cent,. 280,000 
—— 430.000.00 


Balance........ RS 5 Ee See . .$1,331,995.41 

The net earnings of the year exceeded all charges, divi- 
deads and the appropriation for improvements by 
$18,525.29. 

The directors say: ‘It isa great satisfaction to sel di- 
rectors to be able to report a year of successful results. The 
many years of financial depression weighed heavily upon 
those on whom the responsibility of the management of your 
peoperty devolved. They rejoice with you that this corpo- 
ration has passed unharmed through the severe trials to 
which all railroad property was “y= during the late 
financial crisis. The indications of the turning of the tide 
and of a more prosperous future, as suggested in our last 
annual report, have, we are pleased to say, been fully real- 
ized. The operations of the road the past year have been 
without interruption. Its duty to all has been faithfully 
cischarged, and, thanks to a kind Providence, we have been 
visited by no serious calamity. * * t is the settled 
policy of the managers of this road to foster and encourage 
its local business, and thus help to build up new branches of 
industrial pursuits along its line. From its loca! business its 
net revenue has been mainly derived, and to our local busi- 
ness we must look for the principal part of our net revenue 
in the future. The increase in this class of business on our 
road during the past twenty years in passenger traffic has 
been from $477,000 in the year 1860 (and this included the 
business from the Portland, Saco & Portsmouth Railroad 
and the Newburyport and Danvers roads) to $1,225,000 in 
1880, while in freight traffic there has been a corresponding 
increase, * ™ 

‘The above figures show our gross income the last year 
to have been $293 831.40 greater than for the year pre- 
vious, and $110,853.27 in excess of any other year in the 
history of the road. Our net earnings for the past year are 
$138,106.75 more than the year previous, notwithstanding 
our expenses have so largely increased. This large increase 
in our expenses is accounted for by largely increased 
business, the miles run the past year being 125,484 more 
than during the previous year, and by charging to expenses 
many items that formerly went to construction, such as 
$57,753.02 for new freight cars, $10,589.47 for new passen- 

er cars, $27,148 for new locomotives, and $27,026.50 for 

lling Prison Point Buy, aggregating $122,516.99. You 
have received from the net earnings of the year one dividend 
of 3 per cent., and will receive on Nov. 15 another of 4 
per cent. In addition to these dividends we have, of the 
net earnings, carried to the jinprovement account the sum of 
$150.000, and the sum of $13,525.29 to profit and loss, 

“Your equipment has been improved during the year by 
the purchase of three first-class engines and two first-class 
passenger cars; and we have constructed at our shops and 

urchased one new combined passenger and baggage car, 50 
ae box freight carsand 101 coal dump cars. Our road-bed 
and superstructure were never in better condition than at 
the present time. We have laid down during the year past 
7 4006-5280 miles of steel and 7 2476-5280 miles of new iron 
rails, not including that laid on our new double track. We 
have now 125 2356-5280 miles of steel track. * * * 

‘* We have completed, and are now using, the new double 
track from Newton Junction to Little River, in Haverhill. 
We have ulso built about three miles of double track west 
from Portland to the point of the crossing of the Portland, 
Saco & Portsmouth Railroad in Scarborough. The whole 
length of double track constructed during the year is nine 
miles, The amount saoemee upon this new track to Sept. 
80, 1880, was $75,239.68, * * * 

“Our last report informed you that new locations of our 
main line of road in Massachusetts had been filed under an 
act of said state passsed in 1878, An additional act ap- 
proved Feb. 16, 1880, compels us to file within the 
present calendar year a new location of both the Newbury- 
port and the Danvers railroads. Our engineer has spent 
much time and labor u this work and will complete it 
within the time specified. The tilling‘ of Prison Point Bay, 
under the legislative act of 1878, has been carried on during 
the year and we bee mav be fully completed by the close 
of another year. hen completed one large item which we 
have thus far charged to expenses will be saved, 

“The construction account during the last year has been 
diminished $3,861.58 by the sale of real estate no longer re- 
quired for the use of the road. Our floating debt bas been 
reduced during the year, and stood at the close of business 
on Sept. 30, 1880, at $7,009.08, none of which sum is due 
and payable.” 

On the Boston end of the road there is now 41 miles of un- 





broken double travk, except about 800 feet over the Merri- 
mack River at Haverbill, A contract has been miade for a 





new double-track iron bridge with new stone piers to replace 
the old bridge, now about 40 years old, and the sum of $150,- 
000 has been set aside for this and other improvements. 


New York, Lake Erie & Western. 


At the annual meeting, Nov. 30, a synopsis of the forth- 
coming annual report was presented, from which and the re- 
port of the previous year we are able to give the following 
statement, which-is quite complete as to crafficand earnings, 
It is for the year ending Sept. 80, 1880 : 

The business of the year was as follows : 











Train mileage: 1879-80. 1878-79. Inc. or Dec. P.c. 
Passenger... . 3,280,456 3,192,618 I. 7,838 2.8 
EE Sar 8,171,901 8,467,847 D. 205,946 3.5 
No. passengers. ... 5,491,431 4,894,527 I. 596,904 12.° 
Passenger-miles.. 180,460,204 149,115,718 I. 31.344,486 21.0 
Average journey 

SUES + sascicante 32.9 30.5 1. 24 8.0 
No. tons general 
freight ........ 4,648,318 3,802,314 I. $46,004 22.3 
No. tons coal..... 4,087,574 4,410,327 D. 342,753 7.8 
No. tons all 
freight ...... 8,715,802 8,212,641 I. 502,251 6.0 
Ton-miles general 
freight..... ....1,288,782,256 1,068,785.866 I. 219,996,350 20.6 


Ton-miles coal... '432/320'839 500,436,551 D, 68,106,712 13.6 





Ton - miles all 
freight......... 1,721,112,095 1,569,222,417 1. 151,889,678 9.7 
Av. pom general 














fretens... ‘.c.0» 277.2 miles. 281. miles,  ............ 
Av. haul coal.... 106.3 “ Rar sk +r @o Ramada 
Av. train-load: 
Passengers. ...... 55.0 46.7 I 83 17.8 
Tons freight...... 210.5 185.3 1.25.2 13.6 
Per passenger-mile: 
Receipt........... 2.041 cts. 2.001 cts. D. 0.050 2, 
Expense.......... 1.361 1.504 D. 0.233 14.6 
Regia ist. sary5s 0.680 0,497 I. 0.183 36.8 
Per ton mile: 
Receipt........ 0,836 0.780 I. 0.056 7.2 
Expense.......... 0.534 0.561 D, 0.027 5.0 
Profit............ 0.302 0.219 I. 0.083 38.0 
Receipt per ton- 
mile, coal..... 0.738 0.640 lL. 0.098 15.6 
Receipt per ton 
other freight. .. 0,869 0.850 I, 0.019 22 


The earnings and expenses and the net earnings and their 
disposition were: 

Earnings: 1879-80. 1878-79. Increase. Pc. 
Passenger.... $3,682,951.18  $3,118,943.75 $564,007.43 18.1 
Gen'al freight 11,199,498 37 9,049,269.62 2,150,228.75 23.8 
Coal >a 3,191,616.96 3,184,.211,87 7,405.59 0.2 
| REE 619,042.35 589,507.84 20,444.51 5.0 


Total.....$18,603,108.86 $15,042,022.58 $2,751,086.28 17.3 
Working ex- fh 
penses...... 11,643,925.55 11,174,698.95 








469,226.40 4.2 





Net earn 
ings.... $7,049,'83.51 = $4,767,323.63 $2,281,859.88 47.8 
Income from 
other sources 783,056.65 497,445.97 
Total in- 
come... $7,833,140,16 $5,204,769.60 $2,628,370.56 50.5 
Interest on 
bonds... 3,963,872.69 
Rentals and 
other charg’s 2,078,646.76 


Yet sur 
= ... $1,790,620.71 $1,318,104,85 $472,515.86 35.8 
The net surplus this year, together with $737,119.84 re- 
ceived during the year from assessments on the stock of the 
Erie Railway Company, have been expended in double track, 
buildings, equipment, docks at Buffalo and Jersey City, and 
other improvements of the road and property. 


Mobile & Girard. 


This company owns @ line from Columbus, Ga., to Troy, 
Ala., 84 miles. Its report covers the year ending May 31, 
1880. 

The equipment consists of 5 engines; 5 passenger and 8 
baggage, mail and express cars; 31 box, 80 flat, 8 coal and 
8 caboose car's. One of the engines in use is leased. 

he bonded debt consists of $300,000 second-mortgage 8 
per cent. bonds, and $800,000 third-mortage 4 per cent, 
bonds, the latter issued to the Central Railroad Company 
of Georgia, in payment of advances. There are also a few 
thousand dollars of old bonds never presented for payment, 

The earnings and expenses for the year were as follows: 


246,510.68 70.2 


2,047,712.89  1,916,159.80 93.5 
1,840,951.86 237.694.90 12.9 


1879-80. 1878-79. baer’ Dee. *P.c, 
ssage..........-. $48,606.46 $3°,758.64 I. 3,847.82 18.6 
Frolgit cee ee veeee 181,102.26 155,800.19 I, 25,302.07 16.2 
EDS 2b 0 0800 eo 0g eh 3,331.11 8,348.98 D. 17.87 0.5 
Total. . .....---$228,039.83 $195,907.81 I. $82,132.02 16.4 
Expenses.....--..++ 149,335.71 135,572.69 I. 13,763.02 10.1 
Net earnings..... $78,704.12 $60,335.12 1. $18,369.00 30.5 
s earnings per 

me " By : ve 2,714.76 2,332.24 I. 382.52 16.4 
Net earn. per mile., 936.95 718.28 I. 218.6 30.5 
Per cent, of exps.. 65.50 69.21 D 3.71 os 
The net earnings were sufficieut to pay interest and leave 

a surplus of $22,704. 


During the year 316 tons of new iron rails and 82,566 new 
ties were put in the track. A new bridge was built over 
Uchee Creek, and other renewals made, costing in all $27,- 
674.17, which is included in expenses. 





Richmond, York River & Chesapeake. 


This company owns a line from Richmond, Va., to West 
Point, 3814 miles. The following statements for the year 
ending Sept. 30, 1880, were presented at the recent annual 
meeting : 

The earnings for the year were as follows : 





1879-80. 1878-79. gan.s00 40 pc . 
; p i oe ee + $172,355.21 $124,034.81 8,300. 38. 
a — anne $ 06,368.41 82,060.41 13,408.00 16.2 
Net earnings... $75,996.80 $41,074.40 $34,892.40 84.9 
Gross earn, per mile. 4,476.24 3,221.70 1,254 54 38.9 
et ox =e s 1,973.16 1,066.88 906.28 84.9 
Per cent, of exps.... 55.93 GB.GD coves aun 


The net earnings were expended by imoroue the road 
ipment, after paying interest on the debt. 

Moet eaident anys: Within the last few months of the 
fiscal year just closed purchases and combinations of prop- 
erties have been concluded by connecting lines and interests 
from which may reasonably be expected a much lar; er in- 
crease in the business of the road; hence the board ou direc- 
tors have judged it to be the best and most economical pol- 
icy to expend the revenues upon the property, thus prepar- 
ing it at all times to meet the requirements of the rapidly 
increasing business in a ‘hen and efficient manner, in 
preference to making dividends upon its stock; looking to 
the permanent welfare and value of the road rather than to 
immediate returns.” 
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EDITORIAL ANNOUNCEMENTS. 
Passes,—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 


will be thankful to have any act of the kind reported to 
this office. 





Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to ish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and im mt to 
our readers, Those who wish to recommend ir inven- 
tions, machinery, sues, Jinancial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


Contributions.—Subscribers and others will materially 

assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in rail offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
ayement, particulars as to the business of railroads, and 
suggestions as to its improvement, of suljects 
pertaining to ALL DEPARTMENTS of railroad business 

men practically acquainted with are especially de- 

sired, Officers will oblige us by forwarding early 8 

of notices of meetings, elections, a ments, and es- 

poeta annual reports, some notice of all of which will 
published 


OCTOBER EARNINGS, 

October earnings are reported in our table for 56 
railroads, having in the aggregate 37,888 miles of road 
this year, which is about 48 per cent. of the total in 
operation in the United States, and 17.2 per cent. more 
than the same companies worked the corresponding 
month of last year. The aggregate earnings of these 
roads was $31,020,012, which is 16.6 per cent. more 
than last year, and their average earnings per mile 
of road decreased from $828 to $819, the first instance 
this year of a decrease, and caused only by the fact 
that earnings were enormous last year, and that the 
larger part of the vast increase in mileage is cf new 
road, with much less than the average earnings of the 
old ones that have built and bought them. Nine of 
the 56 roads show a decrease in aggregate earnings, and 
fifteen in earnings per mile. There are not many of the 
enormous percentages of increase in earnings per mile 
that were reported in earlier months of the year, and 
most of these few are on roads that had very light 
earnings last year, as 46.8 per cent. on the Alabama 
Great Southern, 1183.6 on the Lake Erie & Western, 
90.8 on the Memphis & Charleston, and 42.9 on the 
Wisconsin Central—none of which earned as much as 
$500 a mile this year. Other large increases which 
denote positive and not comparative prosperity are 
106.5 per cent. on the Denver & Rio Grande, and 51.7 
on the Marquette, Houghton & Ontonagon. The 
Denver, South Park & Pacific is distinguished this 
month by a large decrease—44 per cent. in earnings 
per mile, and 18.2 per cent. in total earnings—leaving 
it, however, still with large earnings for a road of the 
kind. The falling off is due to comparing with a great 
rush of ‘raffic last year when this road had the business 
_ all to itself, while this year it has to divide the steadier, 
if not lighter, traffic with the Denver & Rio Grande, 
which, from being one of the roads with the lightest 
earnings two or three years ago, now stands above the 
average in earnings per mile of road. 

The decreases in total earnings on all the roads that 
show them are light, and are not particularly signifi- 

cant, unless it is of the excellent business last year. 








It should be remembered that 18 days of October last 
year the rates on througi west-bound freight were one- 
sixth higher than this year, and this made a material 
difference on some roads, such as the Cincinnati & 
Springfield, which shows a small decrease, the Cleve- 
land, Columbus, Cincinnati & Indianapolis, which has 
asmall increase, the Indiana, Bloomington & Western, 
which shows scarcely any changes, and the main line 
of the St. Louis, Alton & Terre Haute, which shows a 
large increase, not to mention the Eastern trunk lines, 
which have so much other traffic that we might not 
be able to trace the difference caused by such a change 
in rates, though all of them show smaller increases 
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The percentage of increase or decrease in average 
earnings per mile of road of the roads reporting in our 
monthly tables has been as follows, each month of the 
current year: 


January, increase.16.0 percent. | June, increase..16.7 per cent. 
9 , 12.5 ” Ju - 9.7 - 


February , 


March e —_— * August “ 12.0 ae 
April o Sle Septem’r “ 3.6 eS 
May ” 10.4 te Oct., decrease.. 0,2 ” 


The change is very great from the earlier months of 
the year, but it is only what we predicted then as in- 
evitable, because the fall earnings last year were very 
large, and earnings cannot go on indefinitely increas- 
ing 20 per cent. or so. For four successive years now 
we have had a heavy fall traftic. In 1876 only passen- 
ger traffic was heavy, and that only on a few roads, 
somuch so that our table of 31 roads for October of 
that year showed a decrease of 1.2 per cent. in earnings 
per mile compared with 1875. In 1877 the average of 
80 roads was 38.7 per cent. greater than in 1876, and 
traffic was really very heavy and rates better than they 
have been this year. In 1878 29 roads reported 
October earnings per mile 4.8 per cent. less 
than in 1877, but heavy and 
rates were good. Last year 38 roads reported 
an increase of 10.1 per cent. over 1878. Con- 
sidering the large amount of new road the trifling de- 
crease this year shows a better condition of traffic than 
last year, though hardly enough to overcome the 
heavier working expenses this year. 

The Chicago-Southwestern passenger war began Oct. 
11 and affected a portion of the passenger business ot 
five of the roads that report to considerable extent, Ot 
these the Chicago & Alton shows an increase of 17.7 
per cent., the Hannibal & St. Joseph an increase of 
0.2 per cent., the Missouri Pacific one of 25.7 per cent. 
(with an increase of 26.8 per cent, in mileage), and the 
Wabash one of 27.4 per cent. (with an increase of 77.7 
per cent. in mileage), There is very little significance 
in these figures. All these roads have a large freight 
traffic on which the rates are well maintained; their 
whole passenger business is probably not more than 
one-fourth of the total earnings of any of them, and 
on only one or two is the passenger business on which 
rates are cut a large proportion of their total passen- 
ger business. 

Below we give our usual table of earnings per mile 
of road for seven years: 


1874, 1875, 1876. 1877. 1878. 1879. 1880. 
Ateh., Top., & 8. 


business was 


Sveiactinre'ele wat we $263 $349 $427 $439 $515 $768 $591 
Burl., C. R. & Nor. 325 340 303 411 326 395 4lv 
Central Iowa... . 495 419 433 493 


Cairo & St. Louis. 359 207 207 162 152 227 207 
Centra) Pacific....1,071 1,343 1,090 974 813 775 Sas 
Chicago & Alton.. 848 753 820 657 718 795 936 
Chic. & Kast. lll.. 522 at 541 5t4 520 585 6b 
C., M. & St. Paul.. 616 696 584 838 481 415 450 
Chi. & N. ... 763 783 775 792 740 828 78u 


L. 

Seay 976 8901 714 631 678 922 ‘758 
C.,C.,C. & -_. -1,047 937 8852 859 860 1,082 1,136 
3 


C., Mt. V. & De ae 2309 243 v7l 218 
Denver &R.G.... .... 242 22 255 368 416 859 
Flint & PereM.... 442. .... aie salen 441 5ol 
Georgia.,.......... 764 651 673 550 461 403 16 
Hannibal & St.Jo. 719 587 639 #743 796 821 823 
BH. @ Vex. Cen.... G2... Rg i 715 827 805 862 
Ill. Cen., in Ill..... 8938 859 746 833 620 733 73» 


Ul. Ven., in lowa. 518 523 452 508 368 452 460 
Ind., Bloom. & W. 427 400 404 347 508 570 571 
Int. & Gt. North. 322 340 305 351 427 435 497 
Louisville & Nash. 594 505 563 562 469 551 54: 
M.& Charleston. .... deteie 368 363 ean 226 451 
Mo., Kan. & Tex. 399 D89 426 419 445 493 51s 
Mobile & Ohio.... 466 417 502 440 142 528 520 
N., Chat. & 8t. L. .... 457 421 494 39% 374 392 
“PR OOK 2 Se ae 4% .... 2,771 2,847 3,037 
Northern Cen..... 1,548 1,484 1,416 1,433 1,279 1,269 1,573 
Og. & Lake Cham. .... one’ ae é , 10 
Paducah & Eliz.. .... ates er 185 165 296 264 
Pennsylvania.... . 2,178 2,014 2,389 1,802 1,800 1,879 2,065 
Phil. & Reading..2,461 2,195 1,734 1,665 1,507 1,666 1,978 
St.L., Alt. & T. H., 

Belleville Line.. 927 808 718 877 797 898 965 
St. L., Alt. & T. H., 


Main Line... .. GB7 G22. .... ae. 514 598 703 
St. L.,1.M.& So, 5382 568 640 746 853 1,058 990 
ie isi Me. Wace cs aaah Hake 471 416 384 407 525 
Scivto Valley..... “oe 4 es 1342 302 = 302 


Here we have the October earnings per mile of road 
of 85 roads for the last three years, of 33 for the last 
four years, of 28 for the last five years, of 25 for the 
last six years, and of 23 for the last seven years, be- 
sides several which are not given for successive years. 
In October of 1880, 28 out of 87 of the roads had larger 
earnings per mile than in 1879, 31 out of 35 larger than 
in 1878, 24 out of 34 larger than in 1877, 22 out of 29 
larger than in 1876, 19 out of 26 larger than in 1875, 
and 18 out of 27 larger than in 1874, ‘Thus, with every 








year the comparison is favorable, but less so with 1879 
than with 1878. 

Seventeen roads, the Burlington, Cedar Rapids & 
Northern, the Chicago & Alton, the Chicago & East- 
ern Illinois, the Cleveland, Columbus, Cincinnati & 
Indianapolis, the Denver & Rio Grande, the Flint & 
Pere Marquette, the Hannibal & St. Joseph, the Hous- 
ton & Texas Central, the Indiana, Bloomington & 
Western, the International & Great Northern, the 
Memphis & Charleston, the Missouri, Kansas & Texas, 
the New York Central, the Northerm Central, both the 
Main Line and the Belleville Line of the St. Louis, Al- 
ton & Terre Haute, and the St. Louis & San Fran- 
cisco, show larger earnings per mile this year than in 
any other reported in the table. This is nearly half of 
the whole number, and this more than anything else 
is evidence of general prosperity. And such decreases 
as those of the Central Pacific and the Chicago, Mil- 
waukee & St. Paul are so manifestly the result of 
large additions of road with thin traffic that they do 
not form exceptions to the rule of unusual prosperity. 

The largest and smallest earnings per mile in Octo- 
ber for two years have been: 

Smallest. 1880, 1879. | Largest. 1880. 1879 


C., Mt. V. & Del...$218 $271 N. Y. Central... ..$3,037 $2,847 
Ala. Gt. South ... 24683 159 Pensylvania...... 2,065 1,879 


J: eee oe Oe ee 1,978 1,666 
Pad. & Eliz........ 264 206 Northern Cen .... 1,573 = 1,269 
Cairo & St. Louis.. 297 227 Cin. & Spring.... 1,154 1,178 
Des Moines & Ft.D. 397 296 C., 6,0 &1... .. 1,386...2,088 
Mem. & Charles... 431 226 M., H. & Ont..... 1,058 698 
Lake Erie & West. 472 221 SP Masse sevever 990 1,058 


This table includes all the roads that earned as little 
as $300 or as much as $1,000 per mile either year. The 
road with heaviest earnings this year has fourteen 
times the earnings per mile of the road with lightest 
earnings, but last year it had nineteen times as much. 
Only two of the roads in the column of light earnings 
have even this year as much as half the average of the 56 
roads reporting, but there are comparatively few roads 
that reach this average rate (15 out of £6), not because 
the roads with the largest rate of earnings have gener- 
ally much more than the average mileage, for they 
have not; but because some of these roads with the 
largest mileage have very much more than the average 
earnings per mile. 

There are seven roads in the table with an aggregate 
of 4,112 miles of road this year (only 9 miles more than 
last year), a large proportion of whose traffic consists 
of through freight carried at trunk-line rates. These 
in the aggregate had the following earnings : 


80. 1879. 
ii 


1880. Increase. P.c. 
rrrte #8,486,440 $7,786,454 


Earnings $699 986 8.9 


Though this is much below the increase in aggre- 
gate earnings of the 56 roads, as it is made with 
almost no increase in mileage it shows a considerable 
increase in average earnings per mile (from $8,198 to 
$2,064), while there is a decrease in the average of the 
56 roads from $828 to $819. If we take the other 49 
roads by themselves, we have 33,776 miles of road this 
year against 28,226 last, with the following earnings: 


1880. 1879. Increase. P.c. 
| Serer $22,533,572 $18,823,755 $3,709,817 19.7 
POP? MUG... 000+ 667.15 666.89 0.26 aoe 


That these roads, with their vast increase of mile- 
age (5,550 miles, equal to nearly 20 per cent.), should 
have as great earnings per mile this year as last is sur- 
prising and gratifying. 

With regard to trunk-line earnings, orrather earnings, 
from through trunk-line traffic, we understand that 
the west-bound traffic was just about as large in Octo- 
ber this year as last. The indications are that the 
east-bound traffic was little if any greater, whence we 
conclude that the increase was due mainly to passen- 
gers and local freight. 

For the ten months ending with October our table 
has reports from 52 railroads, having this year just 
33,000 miles of road, which is 3,799 miles, or 18 per 
cent., more than they worked last year. These roads 
earned $280,938,552 this year, which is no less than 
$47,363,270, or 25.8 per cent., more than they earned in 
the corresponding ten months of 1879, and their 
average earnings per mile of road _ increased 
from $6,287 to $6,998 or 11.8 per cent. 
Not one of these 52 roads shows = any 
decrease in total earnings, and but five have smaller 
earnings per mile than last year. These five are the 
Atchison, Topeka & Santa Fe, the Chicago, Milwaukee 
&St. Paul, the Sioux City & St. Paul, the Missouri 
Pacific, and the Pittsburgh, Titusville & Buffalo, 
every one of which is reporting the earnings of a large 
mileage which it did not work last year, and which has 
a much lighter traffic than last year’s road. Without 
any doubt four out of five of these roads have had 
larger earnings this year from their last year’s road 
than the same road earned last year. Many of the 
increases are very great. Four are more than 50 per 
cent., eight more than 40, fourteen more than 30, and 
twenty-one more than 20 per cent, in earnings per 
mile. The additional road reported is not all new, by 
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any means. We estimate that more than two-fifths 
of it was in operation last year by other companies. 
There are nine roads reporting, with 6,085 miles this 
year and 6,071 last, that have a large traffic carried at 
trunk line through rates. Their earnings have been: 
Total $80. 268.287 $71, 358,161 $13,010,126 To 
Per mile... 14,129 ~ ” 11,754 21375 20.2 


This Jeaves for the other 43 roads the following mile- 
age and earnings : 


1880. 1879. Increase. P.c. 

Serre 26,965 23,1 3,835 16.6 
Earnings, total....$145,670,265 $112,217,121 $33,453,144 29.9 
sa per mile 5,402 4,852 650 11.3 


The increase per mile of road thus has been 20.2 
per cent. on those with trunk-line traffic against 11.3 
on the other roads. Of the Eastern roads with trunk- 
line traffic, the Grand Trunk’s increase is 26.8 per 
cent. (helped by smaller mileage), the Great Western’s 
16.6, the New York Central’s 16.9, the Northern 
Central’s 23.6, and the Pennsylvania’s 18,5—not very 
great differences. 

The roads that have earned less than $3,000 and more 
than $7,500 per mile this year are: 








Paducah & Eliz.......... $1,745 | N. Y. Central........... $27,234 
Ala. Gt. South --» 1,797 | Pennsylvania. .. ...... 18,187 
WE CUS Sie PAS deve 2,031 | Reading....... ........ 16,236 
Cleve., Mt. V. & Del..... 2,199 | Northern Central. ...... 12,567 
Cairo & St. Louis........ 2,287 | Den., 8. Park & Pac.... 10,54 

St. Paul & Sioux City.... 2,461 | Cleve., Col., Cin. & Ind. 9,044 
Scioto Valley............ 2,630 | Cin. & Springfield...... 8,948 
Int. & Gt. North....... . 2,741 | Marguette,H.&O..... 8,690 
Chic, & W. Mich. ....... 2,798 | Gt. Western.... ....... 7,973 
Northern Pacific......... 2,995 | Chicago & Alton........ 7,642 





The two months of the year remaining to report 
promise well. Traffic was more active in November 
than in October, and at present the railroads of the 
North are overrun with traffic, and it is impossible to 
get cars enough tosupply the demand. Rates are lower 
than last year for through freight east-bound, but the 
present prospect is that they will be advanced before 
the end of December; indeed, if the present pressure 
of traffic continues, an advance, for a time at least, 
will be the only sensible course. Still there will be a 
favorable November anda very favorable December to 
compare with, and the earnings will be positively 
good even if no larger than last year. 








THE FORM OF LOCOMOTIVE COUPLING-RODS. 


Reference has frequently been made in these col- 
umns to the breaking of coupling or parallel rods on 
locomotives, which somehow seems to be more fre- 
quent of late years than it was in the good old times 
which are passed. While this is partly due to the in- 
creased length of the rods required by the greater 
spread of the driving-wheels, which is so common on 
the large engines now used, yet the form of the section 
of the rod has doubtless much influence in producing 
or preventing such accidents. 

To get at the proper form of section, the nature of 
the strains which the rod must resist should first be 
known. When two pairs of wheels are coupled with 
rods and cranks, as in a locomotive, the coupling-rod 
is, of course, subjected alternately to a strain of 
tension and compression. Now, it has been a 
well-ascertained fact that the effect of such 
strains is much more severe if they are alternately ten- 
sile and compressive than if they were intermittently 
of one kind only. Besides these strains, the momentum 
of the rod produced by its rapid movement up and 
down with each revolution of the wheels has a ten- 
dency to spring it in that direction of its movement. 
There is, of course, very little difficulty in making such 
rods strong enough to resist the direct tensile 
strain to which they are subjected, and it would 
be equally easy to make them so as to re- 
sist the compressive strains if they could be prevented 
from deflecting. In this respect a coupling-rod acts 
like a column or post in a bridge or other structure, 
and is as liable to deflect in one direction as in another. 
But, unlike a fixed column, the coupling-rod has the 
momentum due to its own motion, which tends to 
spring it vertically. This has led locomotive-builders 
to give its section greater depth than width. In doing 
so, though, they seem often to have lost sight of the 
fact that one of its chief functions is to act as a com- 
pression member, and in order to give the requisite 
strength to resist its own momentum they have re- 
garded it only as a beam resting on the two crank- 
pins. 

To get at the actual strains which a coupling-rod 
must resist and transmit, it may be well to consider 
the effect of itsown momentum, and determine the 
strains which it produces. Of course it is only that 
which acts vertically that tends to deflect the 
rod. What is the effect then of this vertical momen- 
tum? To determine this let R, fig. 1, represent one 
end of such a rod, a the crank-pin, and the circle a b c 
the path of the pin. It is evident when the crank- 
pin reaches the position a at the top of the circle a bc, 
that, with reference to its vertical movement, 
it is in a state of rest. The same thing occurs 
when it reaches the lowermost poiatc. From a to bits 





vertical movement is rapidly accelerated. Let it be sup- 
posed, then, that the length of the crank is one foot and 
the diameter of the wheel 5 ft., and that:the engine is 


R oF 


T 





Fig. 1. 


running at a speed of 50 miles per hour. This is then 
the velocity of the periphery of the wheel around its 
centre, and that of the crank-pin is two-fifths of 50 

















Fig. 2 
miles = 20 miles per hour = 29.8 ft. per second. There- 
fore, if we regard simply the vertical movement of the 
pin, we find that it starts from a state of rest at a and 
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pokeer 4 










Fig. 3. Fig. 4. 
in moving vertically a distance a o = the length of the 
crank, or one foot, it has acquired a velocity of 29.3 ft. 
per second, In moving from b to c the rod is brought 


Yr 
] 


Fig, 6, 





Fig. 5, 
from this velocity to a state of rest, and whatever force 
is necessary to do this must be resisted by the crank- 


pins. In other words, the whole mass of the rod in 
moving from b to c has a downward momentum, and 
as itw ends rest on the two crank-pins, this momentum 








produces a strain like that on a beam supported at‘ 283 


each end and loaded uniformly, or nearly so, over its 
whole length. 

It is also evident that the force necessary to resist 
this momentum is exactly equal to that required to 
produce it. That is, thatthe weight of the rod and 
the movement of the crank-pins must pull the former 
downward from a to b with exactly the same force as 
the crank-pins must resist from b to c. If, then, we 
can determine the former we will know the latter. 

If we have the weight of the rod, which will be as- 
sumed at 200 Ibs., we have given the weight (w), the 
space (s), and the final velocity (v), to find the force (f). 
If the crank-pin moved in a straight line from a too, 
this force would be determined by the following 
formula:* 

w v? 

Stas 
the space being expressed in feet, the time in seconds, 
and the velocity in feet per second. The crank-pin, 
however, moves at a uniform velocity in a circular 
arc, and for this reason its vertical movement is not 
the same as that of a uniformly accelerated body mov- 
ing in a straight line. The vertical movement of the 
coupling-rod is accelerated more by the crank-pin in 
the beginning of its movement from a to b than it 
would be if it moved in a straight line from a to o 
under a uniform accelerating force, and the rod is re- 
tarded more in the beginning of its movement from 
b toc than it would be if it moved in a straight line 
from o to ¢ opposed by a uniform retarding force, 
The calculation, however, to determine exactly 
the effect of the momentum of the rod moving 
in a circular arc at a uniform rate of speed 
would be very complicated, and as_ exact 
precision is not necessary for our present purpose, the 
formula above will be used for the calculation, and 
about one-third will be added to the force thus deter- 
mined, which will give a result approximating quite 
closely to the truth. The rod will also be assumed to 
be of uniform size and weight through its whole 
length, although, as a matter of fact, such rods 
always have more weight at the ends than in the 
middle. 

With the quantities given the formula will then be- 
come: 

f= -200%858.5 — 9 666 Ibs. 
64.4 

If we add one-third to this result, as proposed, we 
will have 8,555 lbs. as the force of momentum with 
which the rod acts on the crank-pins and which must 
be resisted by the latter. The strain on the former, as 
already pointed out, is the same as though a beam 
rested with its ends on the two crank-pins and was 
loaded with that weight uniformly distributed, so 
that its effect would be equal to that of half that 
weight, or 1,777 lbs., resting on the middle. 

If the cylinder is 17 in. in diameter, the area of the 
piston will be 227 square inches, and with a steam 
pressure of 130 lbs, per square inch the total pressure 
would be 29,510 lbs. Assuming that one-half of this is 
transmitted to the coupling-rod and at the speed 
named, we will have the latter acting in a two-fold 
capacity, first as a beam loaded in the middle with 
1,777 lbs., and alternately as a compression and a 
tensile member subjected to strains of 14,755 Ibs.. 
These two forces act simultaneously and produce what 
is called an orthogonal strain, that is, one resulting 
from two forces acting in different directions, the 
effect of which is still very imperfectly understood, 

By reviewing what has been said, it will be seen then 
that the strains on a coupling-rod are alternately com- 
pressive and tensile and transverse strains, the latter 
produced by the momentum of the rod. It has been as- 
serted that iron subjected alternately to strains of ten- 
sion and compression has only half the value that it 
has if subjected to only one kind of strain. Instead of 
the usual factor of safety of 5, let us therefore take it 
at 10 for a coupling-rod, and the ultimate strength of 
the metal of which it is made at 50,000 Ibs. per square 
inch. Then to resist the tensile strain of 14,755 lbs. 
produced by the piston, we would require a rod with a 
sectional area of a little less than three square inches. 
The same sectional area would be sufficient 
to resist an equal amount of compression, provided 
the rod was prevented from deflection. This, as al- 
ready pointed out, it is as liable to do sideways as in a 
vertical direction, and therefore a rod should be made 
of such a form as to resist the former as well as the lat- 
ter. But as the momentum of the rod must be resist- 
ed, in addition to the tendency to vertical deflection pro- 
duced by the strain of compression, there is a good 
theoretical reason for making its depth greater than 
its width. 

Generally, though sufficient provision is not made to 
resist lateral deflection, the calculation has shown that 
the effect of the momentum is equal to a load of 
Veo D.K. Clark's “ Manual for Mechanical Engineers,’ page 
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8,555 Ibs. uniformly distributed, or half that amount, 
or 1,777 lbs., resting on its centre and supported at its 
ends. If we calculate the strength of a rectangular 
beam by the formula:* 


_b dt 1,155 
L 


in which w = the breaking weight in pounds, b = the 
breadth of the rod in inches, d = its depth in inches, 
s = the ultimate strength of the metal = 50,000 lbs. per 
square inch, and / = 96 in, = the distance between the 
supports in inches, we find that a rod with a sectional 
area of 445 144 in. in the centre would, when acting 
as a beam alone, break with a load of 18,269 lbs. in the 
centre. Taking our factor of safety at 10, there is 
then no more margin of safety than is required, es- 
pecially if we remember that the effect of the orthogo- 
nal strains in such cases is still unknown. It is evi- 
dent, though, that the rod acting as a beam requires 
more strength in the centre than it does at the ends, 
and therefore that the practice of making such rods of 
equal sectional area through their whole length is a 
mistaken one. 

it is evident, too, that if made with the ordinary 
depth there will be no danger of vertical deflection from 
the compressive strains it must resist. If, however, a 
post or pillar to support a building were made only 144 
in. thick x 44g in. wide, it would be said at once that 
the propanilan was not a good one, because 
it would be liable to spring sideways. The 
same liability exists in locomotive coupling-rods, 
and therefore they should be strengthened in this 
direction. To increase the width in the centre, though, 
adds to the weight in the same proportion. It is also 
a well-known fact that there is very little 
lateral strain in a compressive member, as_ is 
shown by the method of trussing connecting- 
of steamboat engines, as shown in fig. 2. 
In such cases light truss-rods are used some- 
times on two sides only, and in’ others on the four 
sides of the connecting-rod, Although this plan 
has been employed on locomotives, it has not met with 
much favor, on account of its complication. Mr. Til- 
ton, the Master Mechanic of the Chicago & Northwest- 
ern Railway in Chicago, has made some rods with a 
centre section like that shown in fig. 3. It appears as 
if the form might be developed into that shown 
by fig. 4, which represents the central section of the 
rod. The end sections are made rectangular, so that 
the portion which is widened out to 244 in. in the 
middle ** runs off to nothing” at the ends. This form 
of rod can be forged with an ordinary hammer, and 
the addition to the weight by widening it in the 
middle, as shown, is only half as much as it would be 
if the section were rectangular. 

But if the form was inverted, as it were, so as to 
assume that shown by fig. 5, it would have greater 
strength to resist the transverse strains, or to act as a 
beam, and would be equally strong laterally, although 
a more difficult form to make. It suggests at once, 
however, the section of an I beam, fig. 6, which of 
late years has been much used for coupling-rods. 
Ordinarily, however, when this form of rod is used it is 
made parallel, or of uniform section between the stub- 
ends. From what has been said, though, this is 
evidently not the best theoretical forra, and doubtless 
for this reason some skillful designers have made the 
top and bottom flanges deeper, or thicker vertically, at 
the middle of the rods than they are next to the ends, 
the groove between the flanges being made straight or 
with parallel sides, the outside of the rod being thus 
tapered, or wider in the middle than at the ends. A 
better plan, however, would seem to be to widen the 
flanges in the middle of the rod. This would increase 
their strength to resist both lateral and vertical strains. 
Theoretically, the best method would be to make the 
flanges of uniform depth, but increase the space be- 
tween them and widen them at the middle of the 
rod, This, however, would be a difficult and expen- 
sive form to make. 

Practically the error in designing parallel-rods 
seems to be, that not sufficient provision is made to 
resist the vertical momentum and the lateral deflec- 
tion. 


rods 





ERIE TRAFFIC AND EXPENSES. 


Only last week we made a comparison of the total 
earnings, expenses and net earnings of the New York, 
Lake Erie & Western Railroad for a series of years, 
based on the ordinary monthly statement of earnings 
and expenses, which had just appeared. This 
week, at the annual election, a synopsis of 
a part of the annual report was_ presented, 
and from this and the last year’s report we have 
been able to make up a pretty complete statement of 
the traffic of the year, and of the earnings from the 


x See D, K. Clark's “Manual for Mechanical Engineers,” page 
q 's 








principal sources. Few reports are so interesting, for 
we may see here how the position of the property has 
been revolutionized in a single year. The change is 
summed up in the statement that the profits avail- 
able to pay rentals, interest, etc.—the true income 
on the _ total investment in the property— 
has increased from $5,204,770 in 1578-79 to $7,833,104 
in 1879-80—a gain of no less than 5014 per cent. This 
has been due largely to an increase in traffic, but also 
largely to a decrease in the working expenses per 
unit of traffic. If these had 
the previous year, and they were very moderate 
then, the net earnings would have been §$950,- 
000 less. With the growth of traffic and the 
reduction of the average expense the advance 
in the average freight rate conspired to increase the 
profits. This advance, amounting to the trifling sum 
of 56 thousandths of a cent per ton per mile, yielded 
$964,000 on the immense freight business of the com- 
pany. There was a trifling decrease in the average 
passenger rate, but it amounted to but about $90,000 
on the traffic of the year; and generally, we may say, 
that of the increase of $2,280,000 in net earn- 
ings $875,000 was due to higher rates, $950,000 to 
lower expenses, and the rest, about $455,000, to larger 
traffic. This latter, however, increased very largely, 
except in the important item of coal. In other freight 
there was an increase of 20.6 per cent., but, there being 
a decrease of 18.6 per cent. in coal, the increase was 
but 9.7 per cent. in total freight traffic (tonnage-mile- 
age). The increase of 21 per cent. in passenger traffic 
we do not remember to have seen equaled on any old 
railroad, except by a few during the Centennial. 

The two great branches of traffic and the earnings 
from them have been for seven years : 





Passenger- Ton- Earnings. —--— 
Year. miles, miles. Passenger, Freight. 

1872-75. ... 164,633,424 1,032,986,809 $3,651,554 $15,015,808 
1873-74... ....160,204,125 1, 047 "420, 238 3,705,574 14,740,042 
1874-75.......155,396,804 1, "016, 618,050 3,461,304 12,267,400 
1875-76... ....163,074,.795 1,040,431,921  3,427°626 11.4291930 
1876-77.......170,888,380 1,114,586,220 3,220,090 10,647,807 
OL, 140,326,749 1,224,764,438 3,070,121 11,914,480 
1878-79,......149,115,718 1,562,222,417 3,118,944 12,233,481 
1879-80, ......180,460,204 1,721,112,005 3,682, 951 14,391,115 


Thus both kinds of traffic were larger than ever be- 
fore. The passenger traffic was at its lowest in 1878 
(as On many roads), and in the two years since then 
the increase is 281g per cent. The freight traftic on 
this road remained stationary while it was growing 
almost everywhere else, and it was not till after 1877 
that it fairly began to grow. Since that year the in- 
crease is 55 per cent. This last year it is larger than the 
New York Centvral’s was previous to 1878, and just about 
one-fourth less than that road’s in 1879. The Erie’s 
increase from 1879 to 1880 was not half as great as the 
year before ; but this is due to the falling off in coal 
traffic. The increase in other freight (tonnage-mileage), 
which is the business for which it competes with the 
other trunk lines, increased 204g per cent., and 
twice as much as from 1878 to 1879. It is also 
interesting to see that the increase in the aver- 
age freight rate was chiefly due to _ higher 
coal rates; the average rate on other freight was but 
214 per cent. higber than in 1879, and the increase in 
earnings from this advance was less than $250,000. 
The increase in this freight since 1878 is 330,000,000 
ton-miles, or more than 84 per cent., while down to 
that year its total freight traffic, coal and all, had in- 
creased but 192,000,000 ton-miles—less than 19 per cent. 
—in five years. From stagnancy that seemed 
like paralysis the road has changed to the most intense 
activity. 

Though the traftic is so much larger than ever 
before, the earnings are not. The passenger earnings 
were exceeded, slightly, in 1874, and the freight earn- 
ings in 1873. But the passenger earnings this last 
year are 20 per cent. more than in 1878, and the 
freight earnings 35 per cent. more than in 1877, when 
they were lightest. 

In these days growth of traffic is common 
everywhere, and, thanks to the pools, freight 
rates very generally are higher than last year ; 
but one feature in the last year’s opera- 
tions of the Erie will be hard to match, and that 
is the large reduction in the expenses—that is, the ex- 
penses per unit of traffic, for there was a slight in- 
crease of 4.2 per cent. in the total working expenses, 
which is not what was to be expected inthis year of 
higher prices and wages and with an increase of 
about 14 per cent. in traffic. The items of ex- 
penses are not given in the abstract of the 
report now published, but we can get some 
clue to one of the ways in which the saving was 
effected. In the first place, though the passenger traf- 
fic was 21 per cent. greater than in 1879, the passenger- 
train mileage is but 2.8 per cent. greater, and the avy- 
erage passenger-train load increased from 46.7 to 55— 
avery ‘material improvement. Again, though there 





“was an increase of 9.7 per cent. in freight traffic, there 


been as great as! 








was u decrease of 3.5 per cent. inthe mileage of freight 
trains, and the average train-load increased from 185.3 
tons to 210.5. We donot know that this average 
freight-train load has ever been equaled elsewhere, 
except by the Philadelphia & Erie and the Lake Shore 
& Michigan Southern in 1879. Below we give the av- 
erage freight-train loads of several roads with heavy 


traffic, by which the feat on the Erie becomes the more 
apparent: 

Road: Year. Load. 
Philadelphia & Erie ........... He 1879 234.5 tons. 
Lake Shore & Mich, Southern ............. 1879 230.9 
er ear ee ere ..» 1879-80 210.4 *“ 
Michigan ( ‘entral PROS a aan 1879 195.5 “ 
New York Central.......... . 1878-79 194.7 “ 
Pennsylvania (Main Line and Branches). . 1879 170.0 “ 
Pitts., Cin. & St. Louis .... ngene 1879 156.6 “ 
Pitts., Ft. Wayne & Chicago. ............. 1879 oe TR 


The average loads of at least the four of these roads 
first named has been greatly increased of late years by 
taking anthracite coal west in grain cars that formerly 
went empty in that direction. But on the Erie and the 
Philadelphia & Erie much has been due to the intrc- 
duction of heavy engines which haul enormous loads. 

The Erie has already reached such economy in cost 
of working that its expenses per unit of traffic are 
among the lowest in the country or the world. A 
table which we made a few months ago and which 
was intended to include all the roads that reported 
very low cost of working shows but five roads with a 
lower cost per passenger-mile, and only five with a 
lower cost per ton-mile. These latter compare with 
the Erie as follows: 


———-Cost p°r-——— 


P.~senger 
Ton-mile. mile. 
Philadelphia & Erie........ aes .. 0.354 ct. 2.923 cts 
6s >. Aaaee bee20s 00g aces .. 0.398 1.448 
Mivbigan Central.. bcabakoctboccase bs EE. ha) FEEOe 
Pitts., Cin. & St. Louis .. . . 0.420 1.480 ‘ 
Pennsylvania... paedb oeekEdee vesincsccss EE ae? = 
doa nnde coatabieaees tedias tbe scecudas pends ¢ 534 * 1.361 * 
Ne - York Central ......... Kee names aien — Lue ” 


All these are for the diieiaiieds year 1879 except the 
two New York roads, and the New York Central’s rate 
is for 1879 instead of 1880. Some of the other roads 
that havea much larger traffic this year will very likely 
show some reduction from the cost in 1879; but it is 
certainly worth noting that in 1880 the Erie’s expenses 
for carrying a ton of freight a mile were less than the 
New York Central’s in 1879. 


How a Street Railroad has been Affected by the Ele- 
vated Road over it. 


The Sixth Avenue Street Railroad of New York was 
one of the lines which seemed likely to be ruined by 
the operation of the elevated railroad, one line of 
which is directly over it nearly its whole length. It is 
therefore interesting to compare its earnings for the 
years before and after the opening of the elevated road. 
Earnings, expenses, net earnings and dividends for six 
years have been : 








Gross Net 
Year. earnings. FE cxpenses, earnings. Dividends. 
1874-75 ......08. $863,740 $674,041 $189,699 $75,000 
1875-76. 909. 929 727,261 182,668 75,000 
1876-77 . 890,552 390.024 200,528 75,000 
1877-78. . 848,325 603,364 ee ee 
1878-79 710,009 441,750 | ere pe 
1879-80......... 761,502 443,170 318,332 90,000 


The Metropolitan (Sixth avenue) Elevated road was 
opened about the ist of June, 1878, and affected the 
street railroad’s business for about four months of the 
fiscal year 1877-78 (ending with September). It appears 
that, compared with 1876-77, there was a decrease of 
less than five per cent. in the earnings of that year, a 
decrease of 20 per cent. in 1878-79, when the elevated 
road was open all the year, and a decrease of 1414 per 
cent. last year—certainly nothing like what was gener- 
ally expected. But it further appears that the street 
railroad company found means after the elevated road 
was opened to reduce its working expenses to an 
astonishing extent, so that it has been precisely since 
that event that its profits have been greatest. These 
were 22 per cent. greater in 1878 than in 1877, 10 per 
cent. greater in 1879 than in 1878, and nearly 19 per 
cent. greater in 1880 than in 1879. That is, last year 
the profits of the Sixth avenue street railroad were 59 
per cent. greater than in any of the three years next 
preceding the opening of the elevated road. The pass- 
ing of dividends for two years may seem to indicate 
something wrong, but if we examine the reports we 
will find that in 1878 it devoted $150,000, in 1879 $375,- 
000, and in 1880 $150,000 again to the payment of a 
huge floating debt which had somehow accumu- 
lated, and the interest on which in 1875-76 
was $75,000. In every year the interest on 
the funded debt has remained substantially unchanged 
at about $29,000. These payments of floating debt 
from net earnings in three years are equivalent to 90 
per cent. on the stock, or an average of 30 per cent. 
yearly. In 1880 an addition of $84,000 was made to 
the funded debt, the proceeds of which, amounting to 
$93,651, or more than 12 per cent. on the stock, were 
paid to the stockholders, in addition to their 12 per 


cent. dividend from net earningsso they do not-ap-. 
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pear to have suffered much. The floating debt is now 
reduced to $25,000, the interest on the funded debt is 
but $35,000 a year, and with net earnings no smaller 
than last year’s, the company will have about 3714 per 
cent. a year to divide to its stockholders hereafter, 
under which circumstances they ought to be able to 
contemplate the elevated railroad with equanimity. 
The traffic of the road, it is true, has fallen off since 
the elevated road was opened, and there has been a de- 
crease of gross earnings, and the increase in profits 
has been due wholly toa reduction of expenses to a 
much greater extent than the reduction of traffic. 
The changes evident to the casual observer have been 
the introduction of one-horse cars without conductors 
for part of the service, and the faster running of the 
cars, the former tending to reduce and the latter, ap- 
parently, to increase expenses. Unfortunately the state 
report does not give the number of car trips nor the 
number of conductors and drivers, so that we cannot 
ascertain the average service per horse and per man in 
car-miles, but will give the former in passengers carried, 
which is the unit of earnings. The number of passen- 
gers carried, and the number of cars and horses, and 
the average number of persons carried per car and 


per horse were : 
, No, passengers 
No. carried 


Year. No. passengers. cars. No. horses. P’r car. P’r horse. 
1874-75........ 16,738, 201 100 1,025 * 16,330 
1875-76........ 17,674,437 100 1,178 176,774 15,020 
1876-77....... 17,600,367 108 1,204 157.411 13,137 
1877-78.... ... 16,415,732 114 1,191 143,990 13,783 
1878-79........ 15,446,776 133* 904 101,102 13,528 
1879-80........ 14,557,815 133 1,096 109,457 =: 13,283 


* 52 one-horse cars. 


The expenses most affected by the change from large 
to small cars have been as follows : 


Conductors and Horse Stable The three Total 
Year. drivers. feed, expenses. items. expenses. 
1874-75.....$199,560 $135,735 $79,472 $411,767 74,04 
1875-76..... 194.146 189,288 22,629 66,063 727,261 
1876-77..... 192,812 142,318 78,771 413,901 690.024 
1877-78 . 167,590 125,487 74,510 367,587 603,364 
1878-79..... 127,346 109,985 56,213 203,544 441,750 
1879-80..... 133,595 47,402 60,484 241,481 443,170 


From 1877, the last year before the elevated road, to 
1879, there was a decrease of $248,274 in the total 
working expenses, but in that time there was a de- 
crease of no less than $120,357 in the expenses under 
the three heads we have given above as particularly 
affected by the change from two-horse to one-horse 
cars. Evidently one cannot consider the further re- 
duction of $52,000 from 1879 to 1880 as in any way 
caused by this, because, in the first place, the stock of 
horses is reported 100 greater in the latter year, and, 
next, because the figures given for cost of horse-feed 
are ridiculously low last year—amounting to only 
$48.30 per head. Since the above was written we have 
seen a report of an interview of a Tribune reporter 
with the President of this company, in which the lat- 
ter accounted for the improved profits of this com- 
pany partly by the fact that it made large purchases 
of feed used last year in a previous year, by which it 
appears that the company counts as expenses of a year 
not what it consumed but what it bought in that 
year ! 

It is probable that the number of passengers per 
trip, with the same cars, has considerably increased, 
by the elimination of the long trips, which business 
has been lost to the elevated road, and probably 
to the advantage of the street road, which could hardly 
make much money by carrying passengers the four 
miles from the Astor House to Central Park for five 
cents. The room they have left has been taken to 
some extent by passengers taking short trips, so that 
in one trip a car may be two or three times full of pas- 
sengers. Though the rates are the same for all dis- 
tances, the expenses are not, by any means, and the 
elimination of a business that costs more than it comes 
toisas advantageous to astreet railroad as to any 
other enterprise. 

A New Boston & Albany Passenger Train. 

A new train of cars has just been completed for the Bos- 
ton & Albany road to run between New York and Boston, 
which made its first trip on Monday and Tuesday of this 
week. 

The coaches are 55 ft. 6 in. long over the body and have 
seats for 68 passengers each. The trucks have four 42 in. 
paper wheels with steel tires. The outside of the cars is 
paiuted what may be called a dark olive brown color, which 
seems to be well adapted to resist exposure and the effects 
of dusk and smoke. The inside is finished with ash, ma- 
hogany, rosewood and burl maple, with gilt moldings. 
The head-linings are painted in light yellow and buff colors, 
which have a very pleasant effect. The water-closet and 
the apartment for the Baker heater are both at one end of 





the car. In the clear-story there are eight 
globe ventilators on each side, with registers and 
gratings on the inside. Between these are 


the usual clear-story windows with a few very small panes 
of colored glass. Besides these side ventilators there are 
others over each of the end windows, and in the end of the 
clear-story. One of the former opens into the apartment 
containing the Baker heater, and as the door and sides 


of this inclosure have open gratings, it will make a 
very effective ventilating apparatus when the car is 
running with that end abead. The cold air will 
enter the apartment through the ventilator, and be 
warmed by contact with the heater, and will escape through 
the grating. When the car runs the reverse way, however, 
the air from the heater apartment will be exhausted into the 
open air, and will then not assist to warm the car, although 
this may be done by the hot-water pipes under the seats. 
Altogether ample provision seems to have been made for 
supplying and exhausting the air to and from the car. 

The seat-ends and stands are of Buntin’s cast-iron pattern. 
Each one has Creamer’s sliding foot-rest next to the window. 
The upholstery is crimson plush on the seats and bearing 
surface of the backs, with green plush on the other side. 

Each window has four stops, so that the sashes can be 
raised 5, 10 or 16 in.—a great convenience to travelers, and 
one to which attention has often been called in these col- 
umns, 

One feature in the construction appears to be new and is 
worth noting. The check-chains attached to the trucks 
next to the centre of the car, instead of being fas- 
tened to the outside sills alone, are attached to a cross ‘’mber 
which is bolted to each of the longitudinal floor timbers. 
The strain will therefore be distributed among all of them, 
if the truck should get off the track, instead of being resisted 
by the outside one alone. The check-chains next the ends of 
the car are carried inward, from the corner of the truck, 
and are attached to the draw-timbers. 

The drawing-room car in the same train is 61 ft. 4 in. 
long, with six-wheeled trucks—the wheels being of the same 
kind and size as for the coaches. This car is divided into 
two principal compartments, one main sa!oon and the other 
a smoking room. These two are separated by an apartment 
for lavatory and water-closet, and another opposite contain- 
ing the Baker heater. A passage way becween them leads 
from the one compartment to the other, and gives access to 
the lavatory. The smoking room has four chairs 
on each side, and the main saloon has fourteen 
so that there are seats for 36 passengers. The windows are 
very large, the glass being 40 in. by 36 in. high. There is 
thus but one window for each two chairs. The windows all 
have spring roller shades and heavy curtains hung on wooden 
poles with metal rings. The curtains are mace of some 
claret-colored material, with a velvet plush horizontal 
stripe, which gives them a very rich appearance. 

The most striking feature about the car, though, is the 
inside finish, which is entirely of mahogany, including the 
ceiling. This is not relieved by any other color, so that the 
effect is very sombre and not altogether pleasant, because it 
makes one think of a coffin—not an agreeable subject to 
Lave running in one’s head while traveling. 

The metal furnishings of the car are all silver-plated. Be- 
tween each pair of windows is a convenient parcel-rack, and 
in front of them are the fixtures for attaching a table in the 
usual manner. The floor is heavily carpeted, and comforta- 
ble hassocks are provided for the feet of passengers. 

The lavatory and water-closet are provided with a large 
copper water tank and a urinal arranged so as to close up. 
Its construction is, however, so ingenious that it is not cer- 
tain that the average traveler will know its purpose. 

The outside of the cars is painted in the plainest way, 
only a little narrow yellow striping being used for decora- 
tion. The lamps inside are, however, quite unlike the rest 
of the construction, and instead of being very plain are 
very much decorated. They are made by Williams & Page» 
of Boston. The ventilation of the drawing-room car is sim- 
ilar to that of the coaches. 

A noticeable feature of a smoking car in the same train is 
the seats, which are made of rattan by the Wakefield Rattan 
Company, of Boston. They are made concave, so as to con- 
form to that portion of a passenger’s body which they are 
intended to accommodate. For many years upholsterers 
have fallen into the error of making seats convex, with the 
stupid notion that they are more comfortable to sit on than 
they would be if fashioned after the old leather-bottomed 
chairs of our grandfathers. Happily the company referred 
to has abandoned the delusion of the upholsterers and is now 
furnishing seats which a passenger is in no danger of sliding 
out of. 

The vars which we have described have all been built at 
the Allston shops of the Boston & Albany Railroad, over 
which Mr, F. D. Adams, the well-known car-builder, pre- 
sides. Their mechanical construction is of the very best 
character. 


It is said the Boston & Albany Railroad will provide 
several such trains, which will add materially to the comfort 
of the journey between New York and Boston. 


Pennsylvania Railroad Earnings and Profits. 





For the month of October last the earnings of the system 
of railroads worked directly by the Pennsylvania Railroad 
Company, which includes 1,880 miles east of Pittsburgh 
and Erie, in the three divisions named the ‘ Pennsylvania 
Railroad Division,” ‘Philadelphia & Erie Railroad 
Division,” and the ‘United Railroads of New Jersey 
Division,” were $3,882,714, which is the largest they have 
been this year and larger than in any previous month ex- 
cept October, 1876, when the rush of Centennial travel 
brought them up to $4,004,429. The increase over the 
corresponding month of 1879 is 10}¢ per cent., which is 
greater than in September (when it was 9.3 per cent.), but 
much less than in any previous month of the year, when it 
had averaged nearly 25 per cent., the cause of course being 
that October earnings were unusually large last year, when 











through traffic wae heavy and the rates higher than 


this year. The increase in October expenses is, nearly the 
same in amount as the increase in earnings, and is very - 


large. Receipts, expenses and net earnings for the month 
for five years have been : 
Gross Expenses. Net 

y ty earnings. 
Ee $4,004,429 $1,821,279 2,183,150 
teh vcatecesseeehess 3,210,038 1,704,765 1,505,373 
Be vevcdectta Whsbibes 3,215,418 1,655.871 1,550,547 
REESE RE 3,518,144 1,832,215 1,685 ,929 
Ui ans oo sninsss conchae 3,882,714 2,194,321 1,688,393 


The gross earnings being 3 per cent. less than in the cor- 
responding month of the Centennial year, the expenses 
are 20!¢ per cent. greater and the net earnings 221% per 
cent, less. Doubtless the company is charging large amounts 
of new construction to expenses, as the increase in traffic 
will not begin to account for the large addition to them, 
and doubtless this is wise policy in a company that in bad 
times must sustain reduction in profits of thousands of miles 
of road that it does not own. 

For the ten months ending with October the gross and net 
earnings of this system of roads were : 


: Gross Net 
Year. earnings. uqances. earnings. 
Mons sscdchvcatse $30,443,263 $18,716,426 $11,626,837 
1877.. . 25,216,296 15,795,302 9,422,904 

.». 26,055,383 15, 189,777 0,845,5 
. 28,034,835 16,655,316 11,379,040 
34,137,327 20,022,630 14,114,697 





Earnings, expenses and profits alike have been larger this 
year than ever before. Compared with last year there is an 
increase of 21%4 per cent. in gross earnings, of 2014 per 
cent. in expenses, and of 2414 in net earnings, and compared 
with the Centennial year the increases are 12'¢ per cent. in 
gross earnings, 7 per cent. in expenses and 2144 per cent. in 
net earnings—a degree of improvement that the most san- 
guine would hardly have dared hope for in so short a time. 

While some of the large iacrease in expenses must have 
been due to expenditures not strictly chargeable to the opera- 
tions of this year, it must be remembered that in this and 
all other American railroads the necessary cost of doing the 
same work is much greater than last year. Iron costs 50 
per cent. more, wages generally 10 per cent. more, fuel 
usually a good deal more, and supplies of all kinds have 
advanced over the prices generally paid in 1879, for the 
advance in prices in the latter part of that year affected 
comparatively little of the supplies actually used in that 
year’, most of these being contracted for (especially coal and 
iron) some time before they are used. 

The increase of $2,735,000 in the net earnings of this 
company for the ten mouths is equivalentto very nearly 
four per cent, on its capital stock. But this is not the only 
gain in its income; the leased and otherwise controlled lines 
west of Pittsburgh and Erie, show this year a surplus of 

2,505,837 over interest and rentals and other liabilities, 
against $702,018, and this gain of $1,803,819 goes to swell 
the net income of the Pennsylvania Railroad Company, the 
lessee. This, by itself, is 2.6 per cent, on its capital stock, 
Assuming the fixed charges of the lines east of Pittsburgh 
and Erie to have been the same this year as last, it would 
thus appear that the increase in available net income of the 
company for ten months would pay more than 6}¢ per cent. 
on its stock, 

In view of the more prosperous condition of the Western 
railroads, and the high market prices for securities of all 
kinds, the increase in value in that enormous item of the 
assets of the company, the stocks and bonds of other com- 
panies which it owns, must be something tremendous. At 
the beginning of this year the face of these amounted to 
more than one hundred millions of dollars—$56,000,000 of 
stocks and $44,000,000 of bouds, whose cost was inventoried 
at $65,481,683, Many of these, it is true, represented ad- 
vances never likely to be paid, but giving a more or less 
valuable interest in the railroads to which they were made; 
but their aggregate value even then was a vast sum, and if 
affected as similar securities have been since, it must have 
increased enormously since—enough very like'y to balance 
the whole increase in the market price of the stocks of the 
Pennsylvania Railroad Company in that time. 


Growth of Freight Traffic on the Fitchburg and the 
Boston & Albany. 


The Fitchburg Railroad reports for the last fiscal year (to 
Sept. 80, 1880), an increase 16}¢ per cent. in gross earn- 
ings—111¢ in passenger and 18 per cent. in freight earnings. 
The increase in expenses was much greater in proportion— 
27 per cent.—but there was still a considerable increase in 
net earnings, and after paying the same rate of dividend (6 
per cent.) a surplus equivalent to about 214 per cent. on the 
stock was left. As this road is the outlet of the Hoosac Tung 
nel line, which last year for the first time had the benefit of 
the connection with the Erie road, its progress in traflic is 
particularly interesting. This is shown below, together 
with the average rates received each year per passenger and 
per ton per mile. 


Passenger, Av. pass Ton Av. freight 
Year. miles. rate. miles. _, rate. 

1872-73........25,706,375 2.00 cts 20,903,492 3.77 cts. 
1873-74 ... 29,304,024 2.49 ° 21,548,190 4.332 * 
1874-75........31,902,341 2.18 “* 22,031 844 4.13 
1875-76... ....29,587,753 wt 41 992,039 261 * 
1876-77... , 40,690,310 3.07 ° 53,224,939 2.08 °* 
1877-78........32,266,503 2.00 * 68,041, L903 1 61 ka 
1878-79... ....35,004,145 1.89 “ 92,832,640 1 30 “i 
1870-80... , 89,752, B02 1.89 * 109,323,200 uu 


In the first of these years and part of the second the 96 
miles of the Vermont & Massachusetts and the Troy & 
Greenfield roads were not worked by the Fitchburg Com- 
pany ; since that time the length worked has been unchanged 
—189 miles, of which 143 miles is main line from Boston to 
North Adams, over which the through traffic passes. The 
growth of the freight traffic of late years has been very 
great—more than 25 per cent. a year every year since 1576 
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until last year, when the increase was 18%{ per cent. in pas- 
senger and nearly 18 per cent. in freight traffic. The 
acquisition of through freight traffic is also shown by the 
reduction in the average freight rate, which was not one- 
third as much in 1880 as in 1875, though a little more than 
in 1879. 

This road is now a rival of the Boston & Albany for the 
through traffic between Boston and the West, as, with its 
connections, it forms a parallel route of a little less length 
between Boston and Albany. But the Boston & Albany gets 
the greater part of the traffic of the New York Central 
(which, however, works one freight line by the tunnel and 
the Fitchburg road), and the Erie is regarded as the chief 
feeder of the Fitchburg route. It is interesting, therefore, 
to compare the growth of traffic on the two lines. Below we 
give the increase in ton-miles each year on each road over 
the number in the preceding year—that is, the annual 
growth in ton-miles over each road : 


-—--Fitch .-—, -——Bos. & Al— 

Year. Ton-miles. .c. Ton-miles. P.c. 
1B7B~70. osccccsserensconco:nunl 19,660,195 89.4 19,314,199 6.9 
oy i Oe are 11,532,900 27.7 12,197,683 4.0 
rye rrr er ovien 14,816.254 27.8 15,885, 5.1 
CS, Par 24,701,447 36.4 4,223,774 14 
DBTO-BO. oo occ c cee eeeeeeee see -16,400,560 17.8 49,968,005 12.3 
1875 to 1880...........0+ 1. ++.87,291,356 396.0 93,143,015 33.3 


This, it must be remembered, covers the whole freight 
traffic of the two roads, and not alone the through traffic for 
which they compete. The Boston & Albany, having the 
larger mileage aud the most and largest towns on its lines, 
its local traftic is doubtless much the larger ; but it is ques- 
tionable whether this local traffic has grown much in the 
above period, except in the last year. Taking the entire 
period of five years, the amount of growth in freight traffic 
has been nearly the same on the two roads, though as the 
Fitchburg began without any through traffic, the percentage 
of increase has been 896 on that road against 38 on the Bos- 
ton & Albany, taking into account the growth of the local 
traffic, we should say that it is probable that the Fitchburg 
has got fully as much as the older road of the growth of 
through traffic since 1875, but that it has not got any of the 
old through traffic of that road—that is, its through business 
seems to have been built up entirely from the growth of 
through traffic. Its whole ton-mileage last year was 89 per 
cent, of the Boston & Albany’s, and the latter road’s gain 
from 1879 to 1880 was three times as great as the Fitch- 
burg’s, twice as great as the Fitchburg’s has ever been, and 
nearly equal to half of the Fitchburg’s entire freight traffic 
thesame year, 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
ion of the laying of track on new railroads as follows: 

George's Creek & Cumberland,—Extended from Ocean 
Mine, Md., west to Lonaconing, 7 miles. 

McComb & Deshler.—Track laid from Deshler, O., south- 
east to McComb, 11 miles. 

Jacksonville d& Southeastern.—Extended from Virden, IIl., 
southeast to Litchfield, 24 miles, 

International & Great Northern.—Extended from Little 
York Creek, Tex., southwest to New Braunfels, 12 miles. 

Massachusetts Central.—The first track is laid from Hud- 
son, Mass., westward to Stony Brook, 17 miles. 

Chicago, Milwaukee & St, Paul.—The Chicago & Pacific 
Division is extended from Byron, IIL, west to Lanark, 80 
miles. 

This is a total of 101 miles of new railroad, making 5,443 
miles thus far this year, against 8,268 miles reported at the 
same time in 1879, 2.126 miles in 1878, 1,964 miles in 1877, 
2,158 miles in 1876, 1,176 miles in 1875, 1,781 miles in 1874, 
8,456 miles in 1878 and 6,559 miles in 1872. 








Tue Lake Erte & WESTERN RAILROAD is reported to 
have sold more than $200,000 worth of unlimited tickets 
from Toledo or other points near its eastern terminus to St. 
Louis and Kansas City. The distance over its own line is 
854 miles, from the junction with the Lake Shore road at 
Fremont to Bloomington, Ill., and thence the tickets are 
over the Chicago & Alton, 156 miles to St. Louis and 8621¢ 
miles to Kansas City. This route is nearly parallel with the 
Wabash, and of similar length, but it is new and has had 
scarcely any through travel until this railroad war, when 
tickets have been virtually given away. Limited tickets 
have been, and perhaps still are, sold from Kansas City to 
Fremont, 716 miles, for adollar. In the other, direction, 
the rates we have seen quoted are $6 from Toledo to St. 
Louis, and $11 from Toledo to Kansas City. It is supposed 
that it is at these rates that the block of tickets has been sold 
to speculators—about half the regular rates. Various ac- 
counts are given of the amount sold, one making thesum paid 
as much as $275,000, If $200,000, and an equal amount for 
tickets to each place, it would give about 25,700 tickets over 
the Lake Erie & Western, or more than 70aday for a whole 
year—no inconsiderable proportion of the whole passenger 
traffic to those places from points as far east as Toledo. 
On the Chicago & Alton the passengers to St. Louis 
go over an entirely different line from that which 
carries the Lake Erie & Western’s passengers to Kan- 
sas City, and they would be a much smaller propor- 
tion of its total passenger traffic. The larger sum named 
($275,000) must be nearly as much as its total. passenger 
earnings this year. It, however, will not receive the whole 
amount, but about two-thirds of the St. Louis fare and alittle 
less than one-half of the Kansas City fare. As to the effect 
of such an issue of cheap tickets, it would seem almost sur- 
to demoralize rates to the places named for more than a 
year. The connecting roads, however, do not countenance 
‘ickets so issued, and they are not sold by them or in con- 
nection with their own tickets, and passengers must change 


cars at the junctions. For passengers from eastern points 
to St. Louis or Kansas City this is no great trouble, however ; 
New York to Fremont is '706 miles, and if the change does 
not come at an inconvenient hour, the passenger will be 
none the worse for it. Thesale may be made by the Lake Erie 
& Western as a means of drawing a business which it finds it 
very hard to divert from older lines, and which it must be 


prepared to do whether it gets it or not; so that the receipts, | * 


even at half rates, will add to the profits, because the addi- 
tion to the traffic will make little addition to the expenses— 
the change being from small or empty trains to larger and 
fuller ones. For the Chicago & Alton, however, this advan- 
tage does not count, It bas a large passenger traffic already 
established, which these cheap tickets will tend to demor- 
alize. It will get, doubtless, more passengers from the East 
via Bloomington, but probably about as many less via Chi- 
cago. But the Lake Erie & Western having served as the 
ally of the Alton in its war with the Wabash, it was entitled 
to something in return, and this may be its reward. 





THe Boston & MAINE RAILROAD shows a progress much 
like that of the other Massachusetts roads for the year end- 
ing with September last—that is, a considerable increase in 
both earnings and expenses. The increase in gross earnings 
was 138.1 per cent. and that in expenses 10,8 per cent. This 
left an increase of 17.3 per cent. in net earnings, amounting 
to $187,568, which is nearly % per cent. on the stock. The 
dividend actually paid was'744 per cent., against 6 in 1879 
and 1878, 5 in 1877, 3 in 1876, and 8 for many years pre- 
vious to 1876. The increase in traffic last year was 5.6 per 
cent. in passengers, and 23.6 per cent. in freight. The in- 
crease in earnings was 12.6 per cent. in passengers and 15.5 
per cent. in freight—showing higher average passenger rates, 
but lower freight rates. These were 1.984 cents per pas- 
senger mile and 2.490 cents per ton mile in 1879, against 
2.064 cents per passenger-mile and 2,324 cents per ton-mile 
in 1880, If these figures were, reversed, and the ton-mile 
rates were the passenger-mile rates, they would more nearly 
resemble other American roads, There are very few which 
has so low passenger rates, due probably to an enormous ex- 
cursion and suburban traffic. The increase in expenses is 
largely in maintenance of equipment, in which it is no less 
than 423¢ per cent. Maintenance of way expenses increased 
but slightly (2 per cent.) and transportation expenses but 
5 per cent., which is certainly not more than the increase of 
traffic was likely to cause. The company seems likely now to 
recover fully its old prosperity. 


AN INTERNATIONAL LOCOMOTIVE MaTcH is among the 
possibilities. The English Mechanic says: ‘‘ We under- 
stand that Mr. Eames (inventor of the brake ), in replying to 
some remarks mude by Mr. Kitson, Jr., at a meeting in 
Leeds last week, has challenged that gentleman for a sum of 
£1,000 to prove that the new American engine is not as good 
asany ever built in Leeds, or which is now running on any line 
in England, while it uses less coal.” The engine referred to is 
the one built by the Baldwin Locomotive Works which had a 
single pair of driving wheels 6 ft, 6 in. diameter and which 
was illustrated in the Railroad Gazette of May 7 of this 
year. There are no available means of knowing whether 
the above report is true, but if it is, Mr. Eames might profit 
by the advice of the first Mr. Vanderbilt: ‘Sonny, never 
fight a cock in his own barnyard.” If our English cousins 
will send one of their engines over here, then we promise 
them the American eagle will flap his wings. Until then, 
Mr. Eames will do well to hold on to his thousand pounds, 





Mr. THomas L. KIMBALL, lately appointed Assistant 
General Manager of the Union Pacific Railway system, has 
had his whole training in railroad passenger service, and 
isthe only instance we remember of the promotion from the 
passenger department to the active management of a great 
railroad, in which, it is safe to say, a knowledge of passenger 
business is too often wofully lacking. Mr. Kimball had his 
training wholly or chiefly on the Pennsylvania Railroad. He 
was its Northwestern Passenger Agent when Mr. Thomas A. 
Scott became President of the Union Pacific, and it was by 
Mr. Scott that he was called to be General Ticket Agent of 
the Union Pacific. He is unusually skillful in his specialty, 
is proficient in the art of management and negotiation, and 
is very industrious and thoroughly trustworthy. As Mr. 
Clark, the General Manager, is to spend the winter in Cali- 
fornia, Mr. Kimball becomes immediately the active man 
ager of this immense railroad system. 





LaKE AND CANAL NAVIGATION is finally closed. We be- 
lieve that no shipments of grain from Buffalo were made 
after the 20th, and that but few of the boats frozen in there 
got through to the Hudson River—those near Troy; and 
few, if any, sailing vessels loaded with grain cleared from 
Lake Michigan ports after that date. Propellers, however, 
cleared almost daily ; but their cargoes were taken on 
through lake-and-ruil rates, and there have been no quota- 
tions for grain by lake to Buffalo. Ocean rates have been 
very steady for grain at 734d. a bushel from New York by 
steam to Liverpool, but on provisions, which now form a 
large part of the shipments, rates have been higher. 





@®eneral QMailroad Wews. 


MEETINGS AND 





ANNOUNCEMENTS. 
Meetings. 

Meetings will be held as follows : 

Eastern, annual meeting at the office in Boston, Dec. 8. 


New York, Providence @ Boston, annual meeting at the 





office in Providence, R, I,, Dec. 8, at 10 a, m, 


Dividends, 

Dividends have been declared as follows : 

Eastern in New Hampshire (leased to Eastern of Mas- 
sachusetts), 244 per cent., semi-annual, — Dec. 5. 

Iowa Falls & Sioux City (leased to Illinois Central), 1 
per cent., quarterly, payable Dec. 5. 

Kentucky Central, 3 per cent., semi-annual, on the pre- 
ferred stock, and 1 per cent., semi-annual, on the common 


tock, 
Vermont Valley, 2\% per cent., semi-annual, payable Jan. 1. 


ELECTIONS AND APPOINTMENTS. 





Cape Cod Ship Canal Co,—This new company has been 
organized in Boston with H. M. Whitney as President, and 
George P. Braman Treasurer. 


Charlottesville & Rapidan.—At the annual meeting in 
Alexandria, Va., Nov. 16, the fullowing were chosen: 
President, R. M. Earnshaw ; Directors, E. F. Baker, R. T. W. 
Duke, W. H. Marburg, R. P. Mason, H. C. Spackman, P. P. 
Wallace. The road is leased to the Virginia Midland. 


Chicago, Burlington & Quincy.—Mr. Charles M. Levey 
has been appointed Assistant Pygseintentent of the lowa 
Division, with headquarters at Burlington. He will have 
charge of the Transportation Department. Mr. Levey has 
been private secretary to General Manager Potter for some 
years past, and lately has also occupied the position of Su- 
perintendent of Telegraph. 

Mr. O, E. Stewart has been appointed Superintendent of 
Telegraph for the lines of this company, with office at Chi- 
cago, vice C. M. Levey, promoted to Assistant Superinien- 
dent. 

Mr. E. G. Squire has been appointed Car Accountant of the 
Company, with headquarters at Burlington, vice T. W. 
Cooke, transferred. 

Mr. E. Ryder, Assistant Superintendent, Chicago, will 
have charge of the movement of cars, or rather the distrib- 
ution of them, as between the Illinois and Iowa divisions, 
and all requisitions and orders for cars should be addresed to 
him at Chicago. 

Mr. John C. Manly has been appointed Assistant Superin- 
tendent of the Middle Division, with headquarters at Chari- 
ton. Iowa. 

Mr. J. N. Chilson has been appointed Train-Master at the 
Central Depot in Chicago, in place of L. A. Howland, pro- 
moted to be Division Superintendent at Galesburg. 


Chicago, Texas & Mexican.—Mr. E. O. Lamphene, of 
Chicago, has been chosen General Manager by the directors 
of this new company. 


Columbia & Greenville.—The officers of this company, 
successor to the Greenville & Columbia, are: President, R. L, 
McCaughrin ; Vice-President, A. C. Haskell ; Treasurer, C. 
H. Manson ; Auditor and Secretary, T. M. Barker ; General 
Counsel, James Conner; General Manager, T. M. R. Talcott ; 
General Freight Agent, Sol. Haas ; General Passenger Agent, 
A. Pope. essrs Talcott, Haas and Pope are general 
officers of the Southern Railroad combination. 

Mr. David Cardwell is appointed Assistant General 
Freight Agent of this noe roe with office at Columbia, 8. C. 
All communications regarding freights, claims, etc., should be 
addressed to him. 


Denver & Rio Grande.—At the annual meeting in Colorado 
Springs, Coi., last week, the following directors were chosen: 
W. A. Bell, W. J. Palmer, Colorado Springs, Col. ; Grenville 
M. Dodge, Council Bluffs, Ia.; Jay Gould, Russell Sage, C. 
A. Woerishoefer, New York. 


Denver, Western & Pacific.—The directors of this new com- 
pany are A. F, Eggleston, T. M. Smith, Hartford, Conn.; 

obn 8. Crooks, Springfield, Mass.; Sidney G. Miller, Madi- 
son, N. J.; Josiah W. Baker, George G. Hull, George L. 
Schuyler, New York. 


Louisville & Nashville.—The resignation of President H. 
Victor Newcomb having taken effect Dec. 1 the board has 
elected Mr. E. H. Green President; Gen. E. P. Alexander, 
First Vice-President, in place of Mr. Green, and Mr. C. C. 
Baldwin, Second Vice-President, in place of Gen, Alexan- 
der. Mr. Newcomb continues a director. 


Mississippi & Tennessee.—At the annual meeting in Mem- 
Ihis, Nov. 24, the old board was re-elected, as follows: A. 
M. West, Holly Springs, Miss.; N. R. Sledge, Como, Miss. ; 
N. Howard, R. P. Lake, KE. C. Walthall, Grenada, Miss ; R. 
P. Neely, Bolivar, Tenn.; J. W. Caldwell, F. M. White, 
ao Tenn.; H. 8. McComb, Wilmington, Del. The 
board re-elected H. 8. McComb, President; F. M. White, 
Vice-President; 8. H. Lamb, Secretary and Treasurer. 


New York Central & Hudson River.—The following circu- 
lar is dated New York, Nov. 27: 

‘* Mr. Cornelius V. DeForest having resi; 
Purchasing Agent for this commpeny. Mr. 
been appointed in his a, 
ork. 


New York, Lake Erie d& Western.—At the annual meet- 
ting in New York, Nov. 330, the old board was re-elected, as 
follows: Solomon 8, Guthrie, Buffalo, N. Y.; Homer Rams- 
dell, Newburg, N. Y.; Cortlandt Parker, Newark. N. J. 
Thomas Dickson, Scranton, Pa.; J. Lowber Welsh, Phila: 
delphia ; Theron R. Butler, Charles Dana, Harrison Durkee, 
James J. Goodwin, R. Suydam Grant, Hugh J. Jewett, John 
Taylor Johnston, James R. Keene, Edwin D. Morgan, John 
F. Pierson, Henry G. Stebbins, Wm. L. Strong, New York. 


Peoria, Decatur & Evansville.—The offices of the General 
Manager and Freight Agent were removed from Pekin to 
Peoria, [ll., on Dec. 1, and all communications for those 
officers should be addressed accordingly. The other offices 
will remain at Pekin, IIl., as at present. 


Richmond, York River d& Chesapeake.~—At the annual 
meeting in Richmond, Va., Nov. 11, the following directors 
were chosen: B. F. Clyde, Thomas Clyde, Reuben Foster 
W.H. Gwathiney, A. Stewart, A.S. Warren. The boar 
— Thomas Clyde President; A. 8. Warren, Vice-Presi- 

ent. 

Rockingham, Mocksville & Southwestern.—Col. Thos. R. 
Sharpe, formerly of the Baltimore & Ohio, and now Receiver 
of the Long Island road, is President of this new North 
Carolina company. Mr. Wm. J. Nicolls is Chief Engineer 
having resigned his position as Engineer of the Long Island 
Railroad to accept it. 


St. Louis, Keokuk_& Northwestern.—Mr. J. H. Best, Jr., 
has been appointed General Freight Agent. 


Springfield & Memphis.—-The directors of this new com- 
pany are: J. 8. Ford, George H. Nettleton, W. W. Pratt, L. 

’. Tone, Kansas City, Mo.; Newman Erb, Little Rock, 
Arkansas. 


Sullivan County.—The board of directors has chosen the 
following officers: President, A. B. Harris, Springfield, 
Mass.; Clerk, J. A. Albin, Concord, N. H.; Treasurer, E 


ed the office of 
. C. Moore has 
isaddress will be at Grand 
Central Depot, New 





. F. 
Lane, Keene. N. H. The road is now controlled by the 
Connecticut River Company. - 
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RAILROAD EARNINGS IN OCTOBER. King, F. J. Kingsbury, H. Nichols, R. Tomlinson. The road 
is worked by the Naugatuck Company. 
MILEAGE. EARNINGS. EARNINGS ee 
a ee PER MILE. PERSONAL. 
SORE REL 3 | | Mr, F. K. Huger has ed his positio 
| sy m as General 
1880. | 1879. | Ine. | Dec. Perc. 1880. 1879. Perc.| 1880.) 1879. Freight Agent of the Greenville & Columbia road. 
—_ — - —— | syne sony wd moms ¢ re iy Poe Shaler has resigned his 
Sibeme Fn Sonipes 46.8) 233) 159 lenhatibe cael - alieces senendies 
ison, Top. & 8. F....... ‘ 19.5 1} 768 , 
Burl'gton, Ced. Rapids & North. 19.4, 416) 395|..—Mr. James Brown, a wealthy and prominent citizen of 
Cairo & St. Louis .. ‘ 31.2| 207| 227|Kittaning, Pa., died last week, aged 81 years. He was 
Contest lows... 28 “s = banker, ene wes iron manufacturer and concerned in 
acific ....... Y many enterp: and was President of the Karns City & 
Chesapeake & Ohio...........-. 15.6) 487| 421 Peed Co y 
Chicago & Alton................ 17:7, 836) 795 | Butler Rail ne ere 
Chicago & Eustern Illinois..... 2 40.8} 595| 585] —The locomotive engineers of the Western Division of the 
Chicago, Milwaukee & St. Paul.| 3, 15.7; 480) 415] Boston & Albany have prepared a handsome album con- 
Chicago & Northwestern... | 2,5 7.1| 789) 828 | taining the portraits of alt of them to present to Mr, Wilson 

Wis Div..ssts--+-c------..| 204} 260) S4)........ dno] car] 508 | eee any Tones Minster’ Mechaale Of the read, os 
Chicago, St. Paul, Minn. & Om.) o rr 4" that position. 

St. P. .C. Div. ........066, 500} 360) 140)....... 26.1; 301; 330} —Mr. Ario 8S. Pardee, a well-known pera 
Chicago & West Mich..... ..| 245) 243)......]...... ee ® 5 18.3! 336) 284) director of the Lehigh Valley eer die = > 
Cin., Ind., 8t. L. & Chi........ | 20) ee + n27 be 45 19,90 9.6 757 922 1a large amount of money to LaFa tte OC i = 
Cin. Southern.......0..0000.000. 335, 158! 177/.. 112.0] 186,675] 64,877| 121,798) ....002 11. 188.7| 557| 411] Kaston. Pa.. fo te oe eee 
Cin. & springfield. .72..2.127! $1 Bll...... are 93.506 95,465|.......:%.. 1,959} 2:0] 1,154) 1,178 ine building which te ovllad Pen burned some 
Cleve. Col., Gin, & Ind... ....: | 391 444.1 423,257| "" 20,847|........... 4.9| 1'136| Lowy | time ago. The building, which is called Pardee Hall, was 
Cleveland, iit. Vernon & Del..| 197 eee 42,585'....... :.. 8,374| 19.7] ‘218| ‘271 | dedicated last week, 

enver o Grande.......... | 551 73,318 140.083| 333,235]........... 237.9} 859) 416] —Mr. Sam i 
Denver, South Park & Pacific::; 170 108,190} 132,185|........... 23,005|"16-2| 696) 1,190 | acces pamuel E. Carey, General: Tesnger ond Tabet 
Des Moines & Ft. Dodge..... ..| 84 33,323] 24.813) 5i0)........ .. 34.3) 397 in-New Orleana, Nov’ 26. after an LTE ZOae, en 
Det., Lansing & No...... ......| 224 114,200; 116,698]... ....... 3468] “2'1/ 518] 561 | 2 New Orleans, Nov. 26, after a short illness. Mr. Carey 
Flint & Pere Marquette |..." 299 158;752| 123,570|-35,182/........... 28.5] 531) 441 | Was widely known as an active and enterprising passenger 
ron AR Es Ae aS aie | 307 158,407; 123.807 34,600)... 0.2... 27.9| 516} 403|agent. He had been on his late road for several years, and 
Hannibal & St. Joseph....... ..| 202 240,359 239,735 Mies n¢ss00 0.2| = 82% 821 | before that was connected with the New Orleans, Mobile & 
Houston & Tex. Central........ 553. 476,866 406,564 DOR... 666 —— 7.3, 862 805 | Texas. ; 

Illinois Central, Dlinois lines... 914 675,091 625,949 40, 142).......... 79 vis 733 , 

“ ‘ lvoe ines... .. 402 o 185.033 181,910 Bire3| 17| 460/ 452) Mr. Thomas 8. Hall, widely known as the inventor of a 
Ind., Bloom. & Western....... | BEB) BBL eras alorncorre vicesese] 20,055] 120,785 SE sSerebsins va .1} 571} 570] System of electric signals for railroads, died in Meriden, 
International & Great Northern 557 5a6 3 EA ashi oe 576-8 ; ‘ aa woe Ryo srs herr 20.9} 497) 435] Conn., Dec 1, aged 58 years. He had been in failing health 
wake Erie 0 RRL 362) 308) 44!. | 7.5 70,925 08 2, 880)....... -| 151.4; 472) 221) for some ti , 5 
Louisville & Nashville popes sp 1,837 1,107) 7130) ....05. | 66.3 1,000,000 600.578 300,422). 0......... 64.0} 544) 551 | dental pa hay tag ome mtg * al 

ar.. Houghton & Ontonagon. .| GO) iiaiebadhe sonesliccsaue ¥ (0,000 31,000|........... 51.7| 1,058) 60 ae : - 
Memphis & Charleston......... | 202) 202)......)..0.... | 125,731 85,006} 58,663]........... 90:3 "431| 226 vid bw for many years at work on his signal system, 
Missouri, Kansas & Texas...... WE» Wiliescal. weepescl ois dg bau | 407:549| 387,710] 19,839 5.1; 518} 493| Which he was still endeavoring to perfect and introduce up 
Mo, Pacific. ..e+.0-20sc0.0071 678, GS) 143)... 26:8) 546.027] 434,266) 111,761 25.7, 808} 815] bo the time of his death. 
pe OS 9 ere a ee eS ey 263,131 A. en 1.4) 520) 528 neil 
Nash., Chatta. & St. Louis... Rw) aia Dealers | 778/296] — 169958!" 8,338 £9] 902} 878 | prot Ticrilfred Cather, long: a Sinecter of the Adama Be 
N. Y. Central & Hudson River., 1,019} 1,018} 1|. 0.1! 3,095,198} 2,898.586) 196,612). 6.8, 3,037] 2,847 New Y P nd manager of its Western Division, died 
Northern Central..... ... veest > MOB) MART onde’ | eee] = 612918} 413,535] 99, 38B]...05..... 24.0| 1.573) 1269 | 2 New York, Nov, 26, in the sixty-first year of his age. He 
Northern Pacific..........-. -.. 750 644) 106). 16.5| 364,474] 295.260 69.214)... 0s. 23.5) 4 458 | resided in Cincinnati, but had gone to New York on business 
Og. & Lake Champlain......... 28 Sn oe 50,049 aaa 2,289, 4.4) 410) 429| When he was taken sick, Mr. Gaither was widely known 
Fadacen & Elizabethtown. . = , 185 ee ” eiSeeoe ee Po Be rr ** ae tate 6,12 i4¢ 208 296 | among railroad men, and was largely interested in railroad 
ennsylvania . —...... . 872) Seederes 5 3,882, 3,518, 364,579) ........0+- 4 2,065) 1,879 » ; i 
Philad eiphia & Readin yorveses | a 026 Sows : 43 4.8 1,746,208 1,542,010 203,388)........ .. 13.2 1978 1,666 Peotne Thonas “Passe Coameny, snd Tons Gene . 
itts., Titusville & Buffalo, ... 6 20) PE 54,2 38,90 SO ary 39.3) 333 2 ; ‘ : ; . 

St. L., Alt. & T. H., Main Line.) 195) 105)...... cessee-] eee eve 137,045} 116,682) 20,363)..22205205. 17.5 7 3| Zon | director of the Louisville, Cincinnati & Lexington and other 
St. L. Alt, & +, H., Bellev'le ce “71 ol Beat ies ossatene 550 63,786 cS 7.4, 965! 898 | Companies. 

St. Louis, Iron Mt. & Southern. GR5 5 Serer oe 46,513) 6.4 990; 1,058 —A cor Y iter-Oc * 
St. Louls & Sum Francisco...) 59") 458 213713)" éie70)..........| 4538 585] “487 | eribes Gon, Win Mahone, President of the Ativatic Mists 
4 q no, & 0 -| i | 91,0 Bt) eee . 5 " ’ 
Keioto Valley ‘| 300! — 100! BU.240| .....0.-5- 7i| ‘0:2 Soe} 302 | SPP! & Ohio Company, and United States Senator elect 
Union Pacific "| 4,056] 2,776! 2,337.698| | 970,088]........... 158 gga g42| from Virginia; e is a_small—-very small—man physical- 
Wabash, St. L. & Pa 2.487) 1,399) 1,198,076 $28,30)........... 07.4 614) 85 ly. Next to Alexander H. Stevens, he is the veriest mite of 
Wisconsin Central........ ..... 454 454). 81,899} 35,099)........... 42.9 258) 180 —_ Pricrg hong d — aye of vag = - said the 

: —-~|-—-.| - . pared Er —-—-|—— -—_--| ——— | other day that he weigh pounds, nis is a tremen- 

fot), £6 rents pet eeehsehaahe 137,888/32,329| 5,€ 26,610,209 +a 95,785)|...... 819 823 | dous story, and there is ground for suspicion that this used 

F fips tesaceaey MM kh fe har a ek el td ile HPI; OU Do oesseecces| BD) scoeeee | steeees to be his weight when he was fat. In height he is about 5 

= PSseres as eerste easiest a | ft, Bin. His face is covered with an iron gray beard that 

bristles. It is not exactly straggly, but has the appearance 

RAILROAD EARNINGS, TEN MONTHS ENDING OCTOBER 31. ee ee ee 

color, e wears his clothes snugly, to show how small he 

_ — -—— ee ~~ _— aon —~ - | is, except bis hat; that is large and slouchy, and of a butter- 

| Shiai = Ean nee Pon tne. nut tint. He buttons his vest not very high, and twists 

a long heavy gold watch chain that passes around 

. | , ‘ JT 2 ae ee Ste alienate tahiiSi taht his neck in and out between the buttons. He 
NAME OF RoabD. | ‘ | ' , hi b d hite 11 b : 

| deal eee ig bake ol ear mele Take : wears a high and very w collar, but it is not starched 

| .| ; ; -C.| : , ©. | craage,| F: & 1879. | Inc. | Dee.| P.c. | and droops down all around upon the collar of his black 

te mi AR Pe Sei ny Pie ARE A eS This coat isa long sack and he is apt to button just 

| el $ ‘ $ tage ee lt ogee $ 7 3 " —|one button of r and the very lowest one at that. His feet 

Ala. Gt. Southern ...|  200| 290]......!.... wes) 621,007] _ 341,044 180.059). 52,9| 1.707] 1,176 621)......| 52.9|97e@ marvel. They appear to have stopped growing when 

Atch, Top & 8. F....| 1,297; 935)" 362 °.°:/38/7|  6,754'000| 5,007,447 1,656,553 32.5) 5,208] 5452... .../ 244) 4.8 | he was born. He encases them in low quarter shoes that 

Bur., Ced. Rap. & No.| '49?| 434) 58..../13.4! 1,670,733] 1,210,960, 459,773 38.0} 3,395] 2.7 22'2 | show to advantage the finest crimson silk stockings. When 

Cairo & St, Louis..... a” oy Reet ani 333,949} 220,798) 113,151 dl, . .2| he shakes hands he reaches out from the elbow finely, and 

Central Pacific........ 2,481) 2,233) 248).... itil 16,420,198] 14,329,151 2,091,047 61 the person he greets almost feels that he is shaking the hand 

Chesapeake & Ohio...) 435) 4535)...... ....Jeee 2,200,617) 1,607,815 592,802 , of a skeleton, or clasping rather, for there is n¢ hak bout 

Chicago & Alton...... 840) 771) 69 8.4 6,418,943) 4,601,532 1,817,411 it as f. the Se = . rned. W ie oan 

Chi. & Eastern Iliinois| 214) 150| 55)... (346) qogi'4ga| 704.954 '336,4790)... & as far as the Renator ts concerned. When he looks at you 

Ghi., Mil. & St. Paul...| 2,710) 1,905] 805 42.4) 40'215,000| 7,851,621 2363379) ... there is to be seen a pair of small, hard, black, metall'c 

Chi. & Northwe-cern | 2,40%| 2,195) 204 9.3 161003523] 13,214,002 2'789,521 eyes that seem to be strained toward a point of convergence 

Chi., St. Paul, Minn.) her oe somewhere in the vicinity of the end of where his chin. would 

ot 0., i > , 276, 242) 34)..../14.1! 1,266,946 982,714 284,239 be could it be seen for the grizzly beard. In speech he is 

., St. P., Minn. &| a a lite and smooth. He has the appearance of a man 

0. 8t.P.&8.C. Div} 486) 337] 149)..../44.2 907,55: 29) wre PS sone 
Chi’e West Mich... 245} 245|.005..000, Ae) 10 et BBL826| TBs80T mover coughs Of Wesgnard cr Siasomserted. 5s ls Morcugay 
Cin. & Springfield....| 81] 81)......).... te 724-841 637,300 87.541 calm, self-possessed and cautious. 

Cleve + Col. Cin. & Ind. 301 +! 3.536.430! 2,975,170 561,269 : no ; as 

‘leve., Mt. V. el..| 57 7 845.225 324,841 

Denver & R. G........ 337| oan ase| 966,04 j TRAFFIC AND EARNINGS. 

Denver, So. Park & P.| 1,603,066 627,604 7 . 

Des Moines & Ft, D'go| 257,049 183,981 : t 2 Railroad Earnings. 

det., ; No...| 5, 2F B72 5 2 » ‘ 

Det.. r. aa ng & No. + seen 1 ert ‘: : : Earnings for various periods are reported as follows: 

Grand Trunk.........| 8'658.204| 7,278,518 1,379,686 } a 5 Ten months ending Oct, 31: 

Great Western, .. ...| 4,203,992) 3,605,814, 598.1 ’ x .6| Kan, City, Fort 1880. 1879. Inc. or Dee, Pe, 

Hannibal & st. Jo....| 2°048.36%| 1,550,947; 497,416 32.1) 7, ie 2, Scott &Gulf.... $969,628 $729,825 1. $239,807 32.9 

Houston & Texas Cen} 2,636,446) 2,200.790 429,656)........ 19.5} 5,080) 4,370; 720), 16.4 | Northern Central, 4,097,023 3,515,033 1. 780,099 23.6 

Tl). Cen., Ill. lines ... 5,228,822 4,69 1,480 G20,342).....++- 11.3) 5,882) 5,503) 379)...... 6.9 Net earnings. 1,414,610 905,175 I. 500.455 56.3 

Ill. Cen,, Iowa lines. .| 1,372,802 1247373 125,220) 0.022008 10.0) 3,415) 3,10% 312).. ..| 10.0 | Pennsylvania..... 34,147,340 28,054.365 I. 6,102,975 217 

Ind. Bloom. & West... 101,451 oom styl 50,041 4 pth ie 2 4.318 4,540) 278 ait hla Net earnings. 14,114,700 11,379,080 I. 2,735,661 24.0 
_ & Gt. Northern) 1,450,095 yl, 137,315) ........ 5) 2,741) 2,520) 221)...... 8.8 Se ’ 

Lake Erie & Western.| "106.293| '552\572| 553.721 ........ 100.1| 3:254| 1:704| 1.460)... 81.6 | Month of September ; ae 

Louisville & Nash....| 7.571.838) 4,628,542) 2944/94) ....... 63.51 5,037| 4,569! 468)......| 10.2 | St. John & Maine. $8,744 $8,619 I. $125 1.5 

Marq., Hought.& Ont.| 747.364 (509,386) 237/078 ........ 46.8) 8,690| 5.923) 2,767|...... 46.8 Net earnings. 1,017 850 I. 167018 

Mem. & Cha) leston eof 878.408 599,758 278,650) ....+4+6 46.4| 3,008) 2,054, 954) .....| 46.4 Month of October ; 

=0., Kan & Texas...| 3,433,319 atts ‘ anos = bee: ae! er aan 1,090)......, 33.3] Kan. City. Fort 

. Pacific ........... 4,453,864! ¢ 803) 1,267,061) 39, £748) 7,360).......1 612, 8.3 - , 5 5 99 ¢ oe 
Mobile & Ohio. .°.): 1.730.655 1,501,554) "229,101|........ 15.3) 3,420] 2'927/"° 403 ...... | 17.0] we New King: sua7ee OR ON 
Nash., hatta, & St.L. 69'.394 1.440.979) 250,415)........ 17.4) 4,726) 3,174) 552... ..| 17.4] ° jana ; ; 205.492 20°.501 I. 4.991 25 
N. Y. C, & Hud. R.....| 27,724.474| 23.719,381| 4,005,093|........ 16,9/27,234|23.300| 3,034 ...... 16.9 Net earnings. 60.061 60'128 D "67 «OL 
Horipers Central... és {097,03 3a16.098 780.9 Divvese 23.0|19,567 10,172 2,305 idk sae Pennsylvania..... 3,882,714 3,518,144 I. 364.570 10.4 
x a G... 21072,563, 1,678, 303,917)........ 23.5) 2'995| 2; 388 ...... ‘9 "ana's yt 4. 
Pad, & E'town........ 329-767, '258.149| | 64,618|........ 25.0| 1.745] 1,305, 350). .... 0] .7e carnings. 1OCeeus 86155080 I. erecta: 
Pennsylvania... | 34,137,340 28,034,365! 6,102/975|...... 20,8|18,187|15,344| 2,843)...... 18.5 | Second Week in November: 

Phila. & Reading.... 14,839,669 12,377,393) 2,462,276)........ 19,9/16,236/14,113) 2,123) .. 35.1 | Minn, & St. Louis. $26,659 $12,216 I. $14,443 118.2 
Pitts., Tituss. & Buff 482,659) 386, 124) 06,535) .....2. 25.0| 3,114) 3,218).......) 3.2 | Wabash, St L. & 
8t.L.,A.&T.H., M. Li’e 1,164,522 829,169) 335.353)........ 40.4) 5,972) 4,252) 1,720)....., 40.4 TP Giteesss 060090 321,573 219,016 I. 102,557 46.8 
8t.L.,A.& T.H.,B. Line 53150! 448,310 | arr 18.6 7, 6,314| 1,172) ..... | 18.61 ‘dhird Week in November : 
St. L., Iron Mt. & So..| 4,966,42: 3,980.366: 986,063)........ 24.8) 7,250 5,811) 1,439'...... 24.8) uy 
St. Louis & San Fran.| 2'186.637| 1,241,085) 945,552!........ 76.2) 3,919, 3,283) 636 16.3|Chi., Mil., & St. | eae : 
St. P., Minn. & Man .. 2'559.429| 2.143211) 416218 ....... 19.4) 3,956) 3,813) 143)... 3.7| paul........... $337,000 $250,737 1. $86,263 34.4 
Scioto Valley........ 262,992 235,778 27,214 11.5) 2,630) 2,858; 272. 115|Chi. & Eastern poe se aja 
Wab., St; L. & Pasiic. 10,297,873, 7,206,105) 3,001:768 41.3 5,963) 5,767, 196. | ORR 32,545 71.304 I. 11,181 52.2 
cons: 5 5 a) o « « | 2 Of i 6 . * et, EB . 
entral.... _ ME nver olooee a 922,308 662,692 | — 39.2 _ 2.081) ae seeeee | 30.2 on Dv... ‘ pach 60,200 46,665 I. 13,635 29.2 
Total, 52 roads......|33,000 29,201'3,892 93} 552! 282! 47.363,2 ‘ oslevabeal ~~ i ao St_L., Iron Mt. & . 
Total’ increase..." sine" nen boneesenveen bwnusebavene <i MARBIRe IX. Reena meet EC, LSS Te] WAL SES 152,100 181,500 D. 20,490 16.2 
| | | I | Week endiny Nov. 19: 
— ad onetime ’ be — —___— —__—_- | Great Western... $109.088 $100,731 1. $8,357 8.3 

Ini : . - Week ending Now. 20: 

Union Pacific.—Mr. Thomas L. Kimball, long General | George A. Knight Cincinnati ; Southern Passenger Agent, Chicago & Grand 
Passenger and Ticket Agent, having been appointed Assist-|C. P. Kennedy Louisville, Ky.; Northwestern Passenger} Trunk.......... $32,122 $13,140 I, $18,982 144.5 
erdhyy ve ns 4 as oh = noted last week, his late office has! Agent, H. L, Hall, St. Joseph, Mo.; Western Passenger | Grand Trunk..... 230,236 199,045 1, 31.191 157 

en divided. r. J. W. Morse, for some time agent of the | Agent, G. H, Baxter, Kansas City, Mo.; Colorado Passenger I a 5 3 
road in Chicago, has been appointed General Passenger Agent, J.G. Ruple, Denver, Col. ; Pacific Coast Passenger Claims for Loss of yn cant abe ve the Valuation 
Agent, and Mr. Charles 8. Stebbins, for several years Mr. | Agent, Joseph B. Kirkland, San Francisco ; Southwestern dentin te ‘ , . 
Kimball's assistant, 1s made General Ticket Agent. Passenger Agent, Thomas 8. Spear, Dallas, Texas. a + center ag cular has been issued by the Joint Exe- 

Vandalia Line.—The following appointments of passenger Watertown & Waterbury.—At the recent annur! meetin ‘At a meeting of the Standing Committee of the Joint 
agents are announced: Eastern Passenger Agent, Robert | the following directors were chosen: R. M. Basset, G. W. | Executive Committee, Nov. 18, 1880, a discussion was had 
Emmett, Indianapolis; Southeastern Paswager Agent, ! Beach, W. D. Bishop, L, W. Cutler, M. Hemenway, 0, B. | as to the correct basis of settlement of claims for loss of 








650 





liquors, spirits, ete., contracted at a reduced valuation, in 


consideration of a reduced rate of freight. The Committee 
held that a legal contract could be made between the shipper 
and the carrier, agreeing u the value of the property 
upon which settlement should be made in case of loss from 
any cause whatever. It was shown that, while many shi 
pers agreed to a valuation below the actual value of t 
property, in consideration of a reduced rate, they claimed 
the full value in case of 104s, and some carriers had failed to 
enforce the agreement as to value, while others did. In 
order to secure uniformity of action, it was proposed that 
the following resolution should be sibmitted to the Joint 
Executive Cosmeplitans with a recommendation that it be 
adopted, and enforced under all circumstances : 

** Resolved, That in all cases of loss, from any cause what- 
ever, of liquors or spirits of any kind, contracted at an 
agreed valuation, m consideration of a reduced rate, the 
settlement of such loss shall be made only at the agreed valu- 
ation, and that this rule shall apply to the transportation of 
such property both eastward and westward.” 


Grain Movement. 
For the week ending Noy. 20 receipts and shipments of 
ae of all kinds at the eight reporting Northwestern mar- 
ets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern Shipments.— 

Northwestern P. © Atlantic 
Year. receipts Total, a. by rail. Receipts. 
1873... ... 2,159,083 2,776,144 385,890 13.9 = 2,947,434 
1874 ...... 2,222,849 042,633 278,362 26.7 3.977.044 
1875 ... .. 3,276,429 2.576,015 876,901 46.9 4,057,145 
1876..... 2,855,646 679.7 1,272,753 47.5 4,229,868 
1877.... .. 3,624,676 = 2,717.015 461,569 17.0 5,780,879 
1878...... 4,210,803  2,782.672 9,150 24.8 5,649,859 
1879...... 3,540,174 3,476,939 594,979 17.1 5,850,402 
| 5,226,385 4,928,795 2,287,205 46.4 6,001,471 


In every way, thus, the movement this year was much 
larger than in the corresponding week of any previous year. 

Compared with previous weeks, the receipts of the North- 
western markets were about 8 per cent, less than the week 
before aid were the smallest since the second week of July. 
The shipments of these markets (it being the last week that 
the Jakes were open for all craft throughout the week) were 
but a trifle (2 per ceut.) less than the week before. They 
were as small the sacond week of September, but with that 
exception they are the smallest since the first week of May. 
The rail mis ty roe have been larger but twice since naviga- 
tion opened; they were doubtless stimulated by the an- 
nouncement of the advance in ra tes after that week, which 
wus the last of the 80-cent rate, The Atlantic receipts were 
the smallest for five weeks, but were larger than the aver- 
age weekly receipts in September. 

Of the Northwestern receipts for the week Chicago had 
45.1 per cent., St. Louis 16, Toledo 15.6, Milwaukee 11.3, 
Peoria 6.4, Detroit 4.4, and Cleveland 1.2 per cent, 

Of the Atlantic receipts New York had 53 per cent., Balti- 
more 18,1, Philadelphia 11.3, Boston 8.4, New Orleans 
4.9, Montreal 4, and Portland 0,3 per cent. There are but 
trifling changes from the preceeding week, except a decrease 
at Mo treal, which will receive very little hereafter. 

‘ For — successive weeks the exports from Atlantic ports 
ave 2en: 





——————- — Week ending -— —- 

Nov, 24. Nov.17. Nov. 10. Nov, 3. 
Flour, bbls ....... 142,442 112,022 130,806 92,893 
Grain, bush.... ... 4,112,718 4,692,063 4,701,048 5,072,436 


Thus the grain exports last week were the smallest since 
last spring at least. 

Receipts and shipments at Chicago and Milwaukee for the 
week ending Nov, 24, were: 


-———-Receipts. -—— -~——Shipments.— - 

1880. 1879, 1880, 1879. 
Chicage......... 2,239,359 1,381,926 2,722,353 1,180,823 
Milwaukee...... 556,660 603, 242,475 542,850 


There is an increase of 64 per cent. inthe receipts, and 180 
per cent. in shipments (though navigation was closed half of 
the week this year); and there is a decrease of 8 per cent. in 
the receipts and 55 per cent. in the shipments at Milwaukee. 

Receipts and shipments at Buffalo for the same week 
ending Nov. 24 were: 








-—~--——Receipts.—-—  ——-Shipments.-—— 

1880, 1879. 1880. 1879. 
By water. .........1/624,000 = 1,028,135 002,282 335,045 
By rail........s-0... 538, 357,600 1'510.950 550.545 
Total......... 2,162,000 1,385,735 2,513,232 895,400 


There is an increase of 58 per cent. in the lake receipts, 
of 51 per cent, in the rail receipts, and 56 per cent. in the 
total receipts; and an increase of 198 per cent. in canal 
shipments, of 170 per cent, in rail shipments and 181 per 
cent. in the total shipments. The immexse increase in the 
canal shipments, though the canal wes open seven days last 
year, and but ‘uve Sie, seems strange; but the shipments 
this year are not very large; it 13 last year’s shipments that 
were very small, 

Baltimore grain receipts in November were as follows, 
flour in barrels and grain in bushels : 

















1880. 1879. Inc. or Dec. P.c. 

Phew «as osc ae 147,059 108,062 I. 38,997 36.1 
Wheat’: suis abv 4,196,279 2,107,884 I. 2,088,395 99.1 
wh... se tae ae 1,419,956 ~'954'204 I. '465,752 48.8 
Other grain............ 121,023 168,151 D. 47,128 28.0 
Total grain... ....... 5,737,258 3,230,239 I. 2,507,019 77.6 
Total, flour reduced to rer ey 

WOMB. contnsiacae .-.8,472,563 3,770,549 I. 2,702,004 71.7 


For the eleven mouths ending Nov. 80 the receipts were as 
follows, flour reduced to wheat in the totals : 








1880, 1879. Decrease. P.c. 
Flour, barréls.......... 0. 1,121,027 1,182,816 61,789 5.2 
Grain, bushels. ............52:471,625 55,643,982 3.172357 5.7 
Total, bushels....... .... 58,076,760 61,558,062 3,481,302 5.7 


Exports in November were 10,150 sacks and 29,864 bar- 
rejs flour and 4,445,582 bushels grain. 
& Considerable excitement was caused in Baltimore last week 
by an order from the Baltimore & Ohio Company, making 
a considerable increase in elevator and storage rates on grain. 
A meeting to express omy, ineecany was called, but before it 
was held several of the —_ firms withdrew from the 
movement. The company claims that the action was neces- 
sary to relieve a block in the n trade, and set cars free. 
An sgucalip adjustment of the difficulty was reached 

ec, . 

Grain receipts at Buffalo, up to Nov. 30, are reported as 
follows by the Buffalo Commercial Advertiser: 











-—-—Flour. = Grain. 
1 J 1879. 1880. 1879. 
By lake..... .... 1,305,688 909.894 104,726,335 72,602,893 
By Pall...é 3.0023 844,700 1,112,900 30.772,300 37,946,200 
Totals....... -2,150,388 2,022,704 135,498,635 110,549,093 
Yer cent, by rail. 39.3 55.0 22.7 34.3 


Total receipts of flour show an increase of 127,694 burrels, 
or 6.3 per cent.; of n, an increase of 24,949,542 bushels, 
or 22,6 per cent, @ decrease in rail recei is a 
noticeable, in face of a large general increase. pments 


THE RAILROAD GAZETTE, 


[DECEMBER 8, 1880 








eastward of grain received by lake for the eleven months 
were, in bushels : 








1880. 1879. Increase. P.c. 
By canal..... ..». 71,850,695 54,118,229 17,732,466 32.8 
By rail...... 28,176,670 14,881,300 13,295,370 89.3 
Totel........ 100,027,365 68,999,529 31,027,836 45.0 

Per cent, by rail.. 28.2 21.5 6.7 é 


The canal opened April 20 this year, and May 8 last year. 
The increase, in rail shipments especially, was very large. 
Coal Movement, 


Coal tonnages reported for the week ending Nov. 20 are 
as follows: 


1880 1879. Inec.orDec. P.e. 
Anthracite... «+ + +e36,391 577,139 IL. 59,252 10.3 
Semi-bituminous.. ose O1,872 95.915 D. 4,643 4.8 
Bituminous, Pensylvania, 48,827 44,040 I, 4,787 10.9 
Coke, Pennsylvania....... 38,959 28,425 I. 10,534 37.1 


Atlanta, Ga., is suffering from a coal famine. The rail- 
roads are unable to supply the demand on account, they 
say, of the want of cars; several factories have been com- 

lied to stop, and there is also an insufficient supply for 
Pousehold purposes. The supply usually comes from Dade 
County, Ga., East Tennessee, and, toa small extent, from 
Alabama. 


Lake Superior Iron Ore. 


Shipments of iron ore from the Lake Superior Region up 
to Nov. 26—practically the close of the season—are given by 
tne Marquette Mining Journal as follows, in tons: 


1880. 1879. Increase. P. c, 

From L’Anse 53,006 38,989 14,017 35.9 
From Marquette........ ... 633,828 509,416 124,412 24.4 
From Escanaba............. 1,163,791 755,274 408,517 54.1 
Total... 1,850,625 1,303,679 546,946 42.0 


The Mining Journal says: ‘The shipments by rail last 
year were 89,669 gross tons ; should there have been a cor- 
responding increase in rail shipments, of which we have no 
report, the tota] output will exceed, rather than fall under, 
our estimate of 1,950,000 tons. It is rang too, that a 
few more cargoes may yet be reported from Escanaba, but 
it is not probable. Of the whole amount Marquette County 
mines contributed 1,287,818 tons, thove of Menominee 
County 540,446, and those in Wisconsin 22,366 tons. The 
tonnage of the two railways is shown to be—1,163,791 tcns 
over the Chicago & Northwestern, with ore carried direct to 
furnaces, and pig-iron and quartz handled, to be added at 
close of the year, and 742,024 tons over the Marquette, 
Houghton & Ontonagon, with a small amount carried to fur- 
naces not yet reported.” 


Petroleum. 


Stowell’s Petroleum Reporter gives the production of the 
Pennsylvania oil wells for October as follows, in barrels of 


42 gallons : 

1880 1879. Increase. P. c. 
Production. ............. 2,004,608 1,836,378 258,230 14.1 
Shipments . . . 1,665,933 1,662,269 3.664 0.2 
Stock, Oct. 31.. ; 15,645,014 7,794,634 7,850,380 100.7 
No, of producing wells . 14,100 11,860 2.240 18.9 


Of the shipments out of the regions this year New York 
tcok 581,806 barrels; Philadelphia, 293,105; Baltimore, 
126,876 ; Boston, 66,629 ; Pittsburgh, 54,898 ; Cleveland, 
$25,518 ; Obio River refineries, 9,000, the balance of 258, - 
102 barrels going to ‘‘ other local points.” 


Erie Canal Traffic. 

The shipment of grain from this city by canal for the 
season of 1880 largely exceeds that of any preceding year, 
notwithstanding the early closing of navigation by frost. 
How large the gain has been is best shown by tha following 
comparative exhibit, giving the total shipments by canal for 
four seasons : 

1878. 

2,421 


1880. 


877. 1879 
Flour, bbls. . 4,160 4,652 17,938 


25,805,577 
25,658,387 





30,180,775 
40,421,303 


29,660,053 
21,509,262 


Wheat, bush.... .. 13,207,972 
Corn, bush........29,.754,791 


Oats, bush . 3,407,280 4,327,117 908,373 1,015,923 
Barley, bush...... 1,284,577 1,121,285 595,440 169,495 
Rye, bush.... 977,334 1,823,136 1,445,101 420,228 






Total bush....48,631,954 58,735,509 54,118,229 72,207,724 

The excess over 1879 is 18,090,000 bushels, and over 1878, 
the largest preceding total, 13,463,000 bushels, The really 
remarkable feature of this immense business was the ease 
with which it was transacted. The break at Utica last 
April and the early freeze-up reduced the shipping season 
below the average as t> length, so that the daily shipments 
must have been considerably larger than the total figures 
indicate. In spite of these drawbacks, however, the enor- 
mous business of 1880 was transacted without any undue 
commotion or excitement. It was done so quietly that, we 
venture to say, a casual visitor to the canal or the dock 
would have no conception of the amount of property being 
bandled and feawerdea, 

We call attention to these features to show the vast capa- 
bilities of the Erie Canal. Over 72,000,000 bushels of grain 
and nearly an equalamount of tonnage of coarse freights 
were received here and forwarded without any delay to 

roperty in transit or blockades of boats or vessels. The 

usiness was also done at comparatively low rates of freight, 
which is proof that the supply of tonnage was equal to the 
demand. With the canal in its present shape, we venture 
to say, that a hundred million bushels of grain could be 
transported upon it, with a proportionate increase in the 
movement of coarse freights. 

If this is the case, what would be its possibilities if the 
improvements suggested by State Engineer Seymour and 
Superintendent Dutcher were made? These involve in- 
creasing the depth of water a foot by lowering the bottom 
and raising the banks, and modernizing the locks. These 
changes could be made at comparatively small cost, and 
the people of this state owe it to themselves and a large 
number of industrious citizens directly engaged in canal 
transportation, to make the improvements without un- 
necessary delay.—Buffalo Commercial Advertiser, Nov. 27. 

Erie Canal. 

The business of the Erie Canal at Buffalo from the opening 
up to Nov. 30 (when it had been practically closed by ice for 
several days) was as follows : 


1880, 1879. Increase. P.c 
Boats cleared........... 10,623 8,676 1,047 22.4 
Tolls received......... 736,631 $591,534 $145,096 = 24.5 
Average receipts per 

| ARE ips A 3,289 2,872 417 14.5 


The canal opened April 20 this year and May 8 last year. 
Navigation was stopped by ice on Nov. 21 this year; the 
ad for closing the canal had previously been fixed at 

lec. 2. 


Pacific Through Freights. 

Shipments of through freight eastward over the Central 
Pacific in October were: From San Francisco, 9,042 tons ; 
interior points, 8,571 tons ; total, 12,613 tons, or 1,262 car- 
loads. ading items of freight were : 2.428 toris tea, 1,881 
tons barley, 1,373 tons wool and 457 tons wine: 


Southwestern Association. 

The earnings of the roads in the Southwestern Association 
on freight transported between Chicago and St. Louis on 
the East ard Missouri River points on the West, during the 
year ending Sept. 1, 1880, were $1,331,000 from lumber 
and $6,704,000 from other freight. From this it may be 
judged how much these rvads gain by maintaining rates 
through the association. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


The Missouri Car and Foundry Co., in St. Louis, is build- 
ing 350 freight cars for the Louisville & Nashville road. 

The Jackson & Sharp Co. shipped yesterday one sleeping- 
car to Houston, Tex., being the last of four built torun from 
New Orleans to Houston. The four are named Lake Charles, 
New Orleans, Morgan City and Houston. The inside finish 
is of mahogany and marqueterie of the finest kind. The up- 
holstery is of fine crimson plush, with curtains of silk and 
elegant carpets. A new feature in these sleepers is a smok- 
ing room with double sliding doors, leading to a platform 
inclosed by railing and gate, thus giving passengers plenty 
of ventilation, and a view of the country as they roll by. 
The shipments of yesterday make the eighth sleeping car 
that this company has sent away within a montb. It will 
also ship this week five first-class passenger cars to the Balti- 
more & Ohio Railroad, three to the Elizabeth City & Norfolk, 
two to the Richmond & Allegheny Railroad, and two to the 
Cumberland & Pennsylvania Railroad.— Wilmington (Del.) 
News, Nov. 24 

Bowers, Dure & Co., at Wilmington, Del., have been ship- 
ping freight cars to the Central Railroad of New Jersey. 
Che shops are full of work, and are now running to their 
full capacity. 

The Marshall Car and Foundry Co., at Marshall, Tex., is 
building a large number of construction cars for the Ameri- 
can Railway Construction Co., to be used on the New Orleans 
Pacific road, 

The Baltimore & Ohio shops are preparing a locomotiye 
boiler for a test of petrcleum as fuel. 

The Boston & Albany sh>ops have lately completed a 
train (baggage, smoking, three passenger and drawing-rcom 
cars) to run the special fast train between New York and 
Boston, The cars are all mounted on 42-in. steel-tired 
wheels, 

The Columbus & Hocking Valley road has given large or- 
ders for new coal cars to the Missouri Car & Foundry Co., 
of St. Louis, John L. Gill, of Columbus, O., and the Detroit 
Car Co, 





Iron and Manufacturing Notes. 


Potomac Forge, at Alexandria, Va., owned by John P. 
Agnew & Co., is being enlarged by the addition of several 
fires. The forge makes charcoal blooms, which have a very 
good reputation. 

The works of the Albany & Rensselaer Steel & [ron Co. in 
Troy, N. Y., were last week obliged to stop tempvrarily on 
account of want of water. 

The Union Electric Signal Co., of Boston, has contracted 
to equip 14 miles of the Chicago & Western Indiana road in 
and near Chicago with its system of block and switch signals. 
It is also doing some important work on the Little Miami 
road in Cincinnati, the Nashville, Chattanooga & St. Louis 
in Nashville, and the New York, Lake Erie & Western in 
Jersey City. 

The Longdale lron Co., near Collierstown, Va., has one 
furnace in blast and will start up a new one about the end 
of the year. 

The Joliet Iron & Steel Co., at Joftiet, [ll., has contracted 
to make 15,000 tons of steel rails for the Atchison, Topeka 
& Santa Fe road. The price is said to be $60 per ton at the 
mill. 

The Cook Furnace, in Botetourt County, Va., is in blast 
and is doing very good work. 

The Glenwocd Steel Works, near Pittsburgh, have been 
sold to parties connected with the National Tube Works Co. 
It is said that they will be used to make steel tubes for 
boilers. 

Ata meeting held last week, Mr. Oliver Garrison was 
chosen President of the Vulcan Steel Works in St. Louis, in 

Jlace of D. K. Ferguson resigned. Mr. Wm. P. Shinn, 
Jice-President of the company, has also resigned. 

The Cleveland nut and bolt manufacture, always an active 
one, israpidly enlarging in the scale of operations. The 
Chapin Nut & Bolt Co., which organized last summer, and 
entered on capacious buildings, will shortly erect additional 
buildings of equal capacity. Messrs. Hotchkiss & Gaylord, 
Cleveland, have completed the addition of another story to 
a part of their works, giving them additional room of 50 by 
60 ft., and have put into these new nut and bolt machinery. 
The National Machinery Co., corner Bond and Rockwell 
streets, have added largely to their facilities in turning out 
their celebrated nut and bolt machines.—Cleveland (O.) Trade 
Review. 

The Low Moor [ron Works, at Low Moor, Va., are in full 
blast and doing well. 

The Union Rolling Miil Co., at Cleveland, O., is running 
its mill full time on iron T-rails, street rails and merchant 
bar. 

The Bethlehem [ron Co., ut Bethlehem, Pa., has taken a 
contract to furnish 22,000 tons of steel rails for the Mis- 
souri, Kansas & Texas extension across Texas. These will 
lay about 250 miles of track. 


Bridge Notes. 


The Pittsburgh Bridge Co. has orders on its books for 16 
bridges. Several of them are to go to Maryland. 

Clarke, Reeves & Co., at Phoenixville, Pa., are building 
four spans, of 150 ft. each, of doubvle-track bridge over the 
Merrimack River for the Boston & Maine road; 87 short 
spans of double-track bridge for the Philadelphia, Wil- 
mington & Baltimore; the bridge over the Harlem River for 
the New York City & Northern road, and 16 spans of iron 
bridge for the Mexican Central road. 


Prices of Rails. 


The market for steel rails has been active, and some large 
transactions are reported, at prices ranging from $57.50 to 
$62.50 per ton at mill, according to time of delivery. Some 
more large orders are reported on the market. 

Iron rails are quiet and firm, with little new business re- 
ported, Quotations are $47 per ton at mill for 56-lbs. 
section, up to $48.50 to $53 for light rails. 

Old iron rails are not active but steady, at $27 to $28 per 
ton in Philadelphia, with holders not disposed to make any 
concessions in price. 


Whistles. 

A party with sensitive ears says that a locomotive engineer 
sounds bis whistle before running overa man. This is done 
so as to make the poor fellow reconciled to his approaching 
fate. 

A disgusted editor; who lives up the New York Central 
road, says that it is believed that if the highly decorated 











young women who kindly preside over the coffee and sand- 
wiches at the railway eating-shed at Poughkeepsie would 
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pay more attention to their business and less to favorite con- 
ductors the traveling public would be better pleased. 

A railway station would seem to be the place for 
marriage or divorce, for they are used to coupling and un- 
coupling there. 

Congressman Daggett, of Nevada, was not re-elected. The 
baggage-smashers of the Union Pacific and Central Pacific 
railroads beat him. Daggett was the man who took his 
revenge for a charge of $16.50 for extra baggage at Omaha 
by sending tons and tons of boxes containing ‘* Congressional 
Documents—Free” over the said railroads, and when it 
reached its destivation he sent it back again just to punish 
the railroads. Now he wishes be hadn’t taken so costly a 
revenge. 


British Rail Exports. 


For October and the ten months then ending the exports 
of steel and iron rails from Great Britain are reported as fol- 
lows by the Board of Trade: 








——-October— -—--Ten months--— 

To the United States: 1880. 1879. 1880. 1879. 
Er isiditrians .xabuiennsiee 14,092 eS cepctvees® ' ceamaees 
SN chet is isssw'g'oce 0.0: eintte tee cain DUPRE... aces, Podawere 
My + yc bakes vase wht 17,665 6,452 191,491 28,575 

To all countries: 

BETS SR ee 40,444 29,595 408,280 283,989 
| ESA eee ee ee eee 6.705 8,226 116,568 43,178 
OT" ihe Seon eiod 47.149 37,821 524,848 327,167 


In October there was an increase of 1714 per cent. in the 
total rail exports to the United States, but there was a de- 
crease of 40 per cent. in the exports of iron rails to this 
country. Of the total rail exports from Great Britain that 
month, 37!¢ per cent. were to the United States this year, 
against 17 percent. last year. The October exports to this 
country were not equal to the average for previous months 
of this year (17,665 tons against 19,342). The exports of 
iron of all kinds to this country were not half as great this 
year as last, only about one-sixth as much pig and but about 
one-fourteenth as much old iron for remanufacture going. 

Of the total increase of 197,681 tons in British rail ex- 
ports for the ten months, 162,916 went to the United States. 
Our whole takings for that time were enough for 2,176 
miles of track, with 56 lbs. But in that time we built about 
5,000 miles of new road, while during the same time the 
requirements for maintenance must have been equivalent to 
about 7,500 more miles of track, and we may assume that 
the home production bas had to supply nearly five times as 
many tons of rails as the imports from Great Britain have 
amounted to. 


A Locomotive Station. 


M. Haurez, a French inventor, proposes a plan to obviate 
the frequent stoppage of trains at stations. By this plan a 
‘‘ waiting carriage,” comprising a steam engine with special 
gear, and space for passengers and luggage, is placed on a 
siding at the station, and picked up by the train as it goes 
past. Tbe latter, by means of a hook on its last carriage, 
catches a ring supported on a post, and connected with a 
cable wound on a drum in the waiting carriage. Thereupon 
the drum begins to unwind, and in doing so compresses a 
system of springs, while the carriage is mvuved at a rate 
gradually increasing to that of the train. The engine of the 
carriage then winds in the cable, the train and carriage are 
connected, passengers are transferred (the carriages being of 
the American type) from the joined carriage to the train, 
and vice versa, then the two are disconnected, and the en- 
gine of the carriage working on the wheels brings it back to 
the station whence it was taken. 





Aberdeen & Elyton.—This company purposes buildin 
a railroad from Aberdeen, Miss., the terminus of a branch o 
the Mobile & Ohio, eastward to Elyton, Ala., on the Ala- 
bama Great Southern, a distance of about 110 miles. The 
town of Aberdeen and Monrce County have voted to give 
the road a subsidy in bonds, on condition that the company 
builds repair shops in Aberdeen, the shops, the bridge over 
the Tombigbee River and 15 miles of track to be finished 
before the subsidy becomes payable. 


Arkansas Railroad Projects.—The Little Rock (Ark.) 
Gazette of recent date says: ‘‘A representative of the 
Gazette obtained a clue of the consolidation of several 
Arkansas railroad companies in pursuance of a far-reaching 
pee, and, following up the information, finally succeeded in 
earning the full particulars. During the last few years 
articles of association of several railroads have been filed 
with the Secretary of State. These railruads make a con- 
nected line through the state, and end not a great distance 
from the Kansas City, Fort Scott & Gulf Railroad. For the 
complete illustration of the route, it will be best to mention 
the roads and their determinations : The Camden & Monroe 
Railroad, which runs from Camden to the state line 
and connects with the Monroe & Arkansas Railroad of 
Louisiana ; the Ouachita Valley Railroad as reorganized, 
which runs from Camden to Arkadelphia; the Arkadelphia, 
Dardanelle & Ruasellville Railroad, from Arkadelphia to 
Russellville; the Russellville, Harrison & State Line Rail- 
road, ending at the state line between Arkansas and Mis- 
souri, in the proper place for a connection with the Kansas 
City, Fort Scott & Gulf Railroad, The Arkansas roads and 
the Monroe, La., and Arkansas railroads have been consoli- 
dated, and, witha continuation of the Kansas City, Fort 
Scott & Gulf Railroad, will form a continuous line from 
Kansas City to Monroe, La. The roads will be under one 
general management, as all the stockholders are the same. 
They are different corporations, but this will not prevent a 
general management of the whole. 

“The following comprise the stockholders: Colonel Law- 
son, of Donald, Lawson & Simpson, bankers, New York; 
Colonel Hume, of New York; Governor William R. Miller, 
of Arkansas: Mr. 8. T. Brown, Little Rock; Messrs. New- 
man and Jacob Erb, Little Rock; Mr. Abe. Pennington and 
Senator Gantt. The contract between the Kansas City, 
Fort Scott & Gulf road and the Arkansas roads has been 
signed, and by its provisions the former road will continue 
its line, which is now in working order for about 200 miles, 
and has nearly reached Springfield, Mo., and build the con- 
necting line between that point and Russellville or Harrison, 
Ark. The contemplated length of the Arkansas line is 280 
miles. The plan is a well-conceived one, aud it seems to 
have fallen into the hands of men of ability. It is expected 


oe pt work will be commenced on the roads within a 
month. 


Atlantic & North Carolina.—An adjourned meeting 
was held in Newbern, N. C., Nov. 28, to consider the vari- 
ous propositions for the lease of this road. A large majority 
of the private stockholders were in favor of leasing the road 
to Messrs. R. R. Bridgers and John F. Devine (who represent 
the W ilmington & Weldon omen) ; but action was ren- 
dered impossible by the withdrawal from the meeting of the 
representative of the stock owned by the state of North 
Carolina. As the state owns a majority of the stock, no 





quorum remained, and the meeting adjourned without action. 


Baltimore & Ohio.—The through trains of this com- 
ny began torun toand from New York by the Bound 
rook route on Dec. 1. Three daily express trains leave the 
New Jersey Central station, starting from New York at 9 
a. m., 7 and 11:30 p. m., and carrying through cars for 
Washington and Western points. Extensive preparations 
are being made for the company’s freight business to New 
York by the new line. The old abattoir and adjoining 
buildings on the New Jersey Central lands at Communipaw 
have been torn down to make room for freight houses suttfi- 
cient for a large business. 


Boston & Albany.—Suit is to be brought against this 
company for a settlement in the matter of the purchase of 
land on the South Boston flats made some years ago. The 
company and the state officers differ largely as to the 
amount still to be paid, and the courts are to be called on to 
decide the questions at issue. The property was recently 
transferred to the New York & New England Company, 
but the Boston & Albany isstill held responsible by the state 
as the contracting party. 

This company and the New York, New Haven & Hart- 
ford have put on a second fast train to run, by — of 
Springfield, between New York and Boston. It leaves Bos- 
ton at 4 p.m.and arrives in New York at 10:30 p. m., 
making the run of 238 miles in 64¢ hours, or at an avera; 
ratefof 36%¢ miles an hour. This is the fastest regular train 
ever run between the two cities. 


Brooklyn Elevated.—Receivers Phelps and Wagstaff, 
of the Brooklyn Elevated Railway, have held possession at 
the offices of the company at No, 48 Wall street. Messrs. 
J. R. Lydecker and §. M. Shafer were appointed by Justice 
Westbrook, in Brooklyn, Nov. 27, in place of the Receivers 
mentioned, but on demanding possession, they were served 
ea an order from Justice Cooke enjoining them from inter- 

ering. 

Receiver Wagstaff said toa Tribune reporter that if no 
legal obstructions were interp»sed the Brooklyn Elevated 
Railway would run trains Jan, 15 from Fulton Ferry to Bed- 
ford avenue, a distance of 3'4 miles. He also said that nego- 
tiations were pending with parties to take the Receivers’ 
certificates and complete the work. In the construction of 
the road $700,000 to $800,000 has already been spent. 


Cape Cod Ship Canal Co.—The New York company 
which undertook to build the Cape Cod Canal having failed 
to comply with the provisions of the charter and thereby 
forfeited the franchise, a new company has been organized 
in Boston, which purposes going on with the work. 


Yentral Pacific.—A suit has been begun in the Cali- 
fornia Superior Court to set aside the lease of the California 
Pacific road to this company, and also to have set aside the 
transfer of a controlling interest in the California Pacific 
stock, made some time ago by Milton 8, Latham to the Cen- 
tral Pacific Company, or else to have that stock declared 
fraudulent and canceled. The suit is begun by a few small 
stockholders, who claim that their interests have been injured 
by said transfer and the subsequent lease. 


Chicago, Milwaukee & St. Paul.—The last rail was 
laid last week on the extension of the Chicago & Pacific 
Division from Byron, Lll., west to Lanark on the Racine & 
Southwestern Division. This extension is 30 miles long, 
making the Chicago & Pacific Division 118 miles long from 
Chicago to Lanark, and completing a line from Chicago to 
Rock Island 191 miles long, or 10 miles longer than the 
Chicago, Rock Island & Pacific. The distance by this line 
from Chicago to the Mississippi at Savanna, where the com- 
pany is building a bridge, is 136 miles, The new road makes 
also a pretty direct route to Chicago from the company’s 
Iowa and River lines. 

A dispatch from Council Bluffs, Ia., Nov, 30, says: ‘‘ This 
company has about finished the survey for a line of road 
from Mason City to Council Bluffs, a distance of nearly 200 
miles. This road will give the company direct connection 
with the Union Pacific road in this city, thus making it a 
competing line for Chicago business and also placing it in 
position to demand recognition from pool roads. Another 
object in building this line is to give the Milwaukee & St. 
Paul Company a better and stronger weapon against the 
Chicago & Northwestern road. ‘The building of this road 
will also give the Milwaukee & St. Paul Company a line be- 
tween Council Bluffs and St. Paul, thereby enabling it to 
compete with the St. Paul & Sioux City road. As the Mil- 
waukee & St. Paul road is to run diagonally across the state, 
this line will be many miles shorter than the Sioux City 
route.” 

Notice is given that 40 land-grant income bonds have been 
drawn by lot, to be redeemed at 105 and interest, according 
to the terms of the mortgage, and that they will be paid on 
presentation at the company’s office in New York. The 
numbers drawn are: 21, 27, 56, 67, 76, 80, 93, 116, 121, 122, 
123, 134, 147, 153, 158, 160, 199, 208, 214, 220, 227, 228, 
240, 261, 266, 270, 282, 287, 201, 203, 207, B10, B25, B80, 
835, 373, 374, 380, 387 and 897. Interest on these bonds 
will cease Jan. 1 next. 


Chicago, Rock Island & Pacific.—This company 
reports its gross earnings from April 1 to Sept. 30, six 
months, at $6,057,385 ; receipts of Land Department, $250,- 
000 ; total, $6,307,385, against $5,197,915 for the corre- 
sponding period in 1877, being an increase of $1,109,470, or 
21.3 per cent. 


Denver, South Park & Pacific.—In regard to the pur- 
chase of a controlling interest in this road, the Denver 
Tribune says that *‘ Gould held about $2,100,000 ; he needed 
$1,500,000 more, and it is safe to say he has obtained it. 
‘The consideration is believed to have been an exchange for 
Rio Grande stock, dollar for dollar.” 


Denver, Western & Pacific.—This company has filed 
articles of incorporation in Colorado covering five distinct 
lines, which are described as follows: The first line is trom 
Denver by the most direct and feasible route through Weld 
and Boulder Counties to Longmont ; thence in a northwest- 
erly direction along the valley of the Cache la Poudre over 
the Rocky Mountains to a point on the line between Colorado 
and Wyoming, west of the 28th degree of longitude west; 
thence westerly by the most direct route through Wyoming, 


Utah, Nevada and California to San_ Francisco, 
The second projected line begins at Denver 
and, taking a westerly course over the moun- 


tains by the way of Middle Park, reaches a point between 
Colorado and Wyoming at or near the 40th degree of Jati- 
tude north, thence through Utah, Nevada and California to 
San Francisco. The third line is to proceed westwardly 
from Denver to Leadville over the mountains to the western 
boundary of the state, and thence through Utah, Nevada and 
California to San Francisco. Asa branch to this line, it is 

roposed to leave the main route when it crosses the Grand 

iver in Summit County, thence down the valley of the 
Grand toa point between Colorado and Utah, and from 
there on to Tucson, Arizona. - Another branch is de- 
scribed from this latter route from the Arkan- 
sas River in South Park to the waters of the 
Gunnison River and thence to Lake City, Ouray and other 
places, and from these points to the intersection of the Tuc- 








son line. Also from this main route from South Park 
through Poncha Pass to San Luis Park; thence southerly 
through the park to Del Norte River; thence down the Del 
Norte to an intersection with the Southern Pacific Railroad. 
The fourth main line contemplated starts from Denver and 
reaches Silver Cliff and Rosita by the way of South Park; 
thence over the mountains to San Luis Park and Animas 
City; thence to a point to the Southern Pacific. The fifth 
line, it is proposed, shall be constructed from Denver, via 
Colorado Springs, Pueblo and Cafion City to Leadville, with 
a branch from Pueblo to Santa Fe, and so on to the Southern 
Pacific. The capital stock is.placed at $7,500,000, 


Detroit River Crossing.—At the late election the 
pe dle of Michigan rejected, by a vote of 58,023 nays to 
37,010 yeas, the prepesss constitutional amendment to 
authorize the city of Detroit to issue bonds tv construct a 
tunnel or bridge. One-half the adverse majority came from 
St. Clair and Wayne counties, showing much local opposi- 
tion to the construction of a crossing by the city. The total 
vote cast on the amendment was hardly one-eighth of the 
vote cast at the same election for state officers. 


Flint & Pere Marquette.—The following statement of 
the financial condition of this road has been furnished by the 
late Receiver to the Boston Transcript ; ‘‘ The prior bonds 
outstanding are: 


Land-grant bonds, 8 per cent............... ceeee cee eeee $1,722,000 
Holly, Wayne & Monroe bonds, 8 per cent.............. 1,000,000 
Flint & Holly bonds, 10 per cent............. cc .sceesees 400,000 
Bay City and Bay County bonds, 10 per cent............ 175,000 

OS Crh heehee he eRe Re tte Me $3,197,000 


“The trustees have called 160 8 per cent. land grants for 
cancellation March 1, 1881, and they will pay those at that 
time with the current coupon. The preferred stock of the new 
company is fixed at $6,5V0,000, of which $6,300,000 will prob- 
ably be issued; the common stock $3,500, The interest 
on deferred payments on land sales is 7 per cent. till ma- 
turity of the notes and 10 per cent. after maturity. All 
land bonds can be called in for cancellation whenever the 
trustees are in funds from land sales, The earnings of the 
road for the year 1880 will be about $1,500,000. To the 
bonded debt will be added a new issue, already ordered, of 
6 per cent. bonds, Of these, $1,000,000 will be required to 
pay outstanding past-due coupons of prior bonds and Re- 
ceiver’s obligations for steel rails and rolling stock purchased. 
The board of directors has also ordered a further increase of 
rolling stock and the construction of additional branches, 
which will call for a still further issue of these bonds within 
the next twelve months, 

‘“*The Land Department held on Oct. 1, 1880, bills re- 
ceivable for aie sold, $1,047,170 ; balance in bank to 
credit of trustees, $34,379; unsold lands, 164,796 acres; 
total amount collected Jan, 1 to Sept. 80, 1880, for lands 
was $378,809. 

The fixed charges upon the bonds, including the new 
$1,000,000 six per cents, are therefore $312,460, less (7 per 
cent,, or more, upon $1,047,200 land notes) $73,804. Total 
fixed charges at date, $239,156. When, as indicated above, 
the land which is now selling so rapidly and the land notes 
cancel the 8 and 10 per cent. bonds, the fixed charges wiil 
be annually but $157,960; 7 per cent. on the preferred 
stocks requires $441,000, a total of $598,500 annually before 
the common stock.” 


George's Creek & Cumberland.—Track on this road 
is laid to Jackson Mine at Lonaconing, Md., about 21 miles 
from Cumberland. About three miles of track are still to 
be laid to reach the end of the road at the mines above Lon- 
aconing. 


Greenville & Columbia,—The purchasers of this road 
at the foreclosure sale have orgavized the Columbia & Green- 
ville Railroad Company and have taken possession of the 
property. Business will be done in the name of the new 
company from Nov, 24 


Hudson Tunnel Railroad.—The last of the bodies of 
the men killed in the collapse of the tunnel last summer 
was recovered on Nov. 30 by the party engaged in clearing 
out the tunnel. 


International & Great Northern.—On the San An- 
tonio Extension the track is now laid to New Braunfels, 
Tex., 50 miles southwest from Austin and 12 miles beyond 
the point last noted. Work is progressing steadily toward 
San Antonio. 


Jacksonville & Southeastern.—On the extension of 
this road the track is now laid to Litchfield, I'l, 24 miles 
southeast from the old terminus at Virden, making the road 
55 miles long from Jacksonville to Litchfield, At the new 
terminus connection is made with the Indianapolis & St. 
Louis and the Wabash, St. Louis & Pacific roads. 


Kansas City, Ft. Scott & ayy a ple company 
has been incorporated in Arkansas to build a railroad from 
Harrison, Boone County, east by south to the Mississippi, 
opposite Memphis, a distance of about 200 miles. The capi- 
tal stock is to be $4,000,009. 


Logansport, Crawfordsville & Southwestern.—W, 
P. Fishback, Commissioner, has reported of the accounts of 
J. P. Claybyook. Receiver, thatthey are correct, and rec- 
onmends that he be discharged from the trust. The United 
States Circuit Court bas granted a decree accordingly. The 
road was sold and reorganized some months ago. 


Long Island.—The bondholders of the old North Shore 
road having begun to foreclose their mortgage, a separate 
receiver has been appointed for the road covered thereby, 
and Receiver Sharpe surrendered the property to him on 
Dec. 1, withdrawing the trains of this company. The road 
is 614 miles long from Flushing to Great Neck. It be- 


' came by consolidation part of the Flushing, North Shore & 


Cantral, which is now leased to the Long Island Company. 
The Receiver has made temporary arrangements to continue 
running trains over this section. 

A controlling interest in the stock of the Long Island 
Company has been sold to Austin Corbin and associates, 
who now own the Manhattan Beach road and some other 
property on the eastern end of the island. The sale was 
enue by Drexel, Morgan & Co., who have for some time 
owned what was known as the Poppenhusen stock, which 
Mr. Poppenhusen bought from various sources, chiefly from 
the Havemeyer estate, which, with the late Oliver Char- 
lick, had for many years controlled the road. It is under- 
stood that the new owners purpose taking the road out of 
the hands of the Receiver as soon as the necessary arrange- 
ments can be made, 


Louisville & Nashville.—The transfer books of this 
company in New York were re-opened Dee. 1, in spite of the 
injunction against the 100 per cent. stock dividend obtained 
in Nashville. Application was made to the New York 
Supreme Court by a stockholder for an order directing the 
company to re-open its transfer books, and the Court granted 
the order, holding that the Tennessee injunction was in- 
operative in New York. 


Louisville. New Albany & St. Louis.—It is stated 
that this company has made arrangements for the money 





necessary to complete the road from its present terminus 
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from Ingleton, Ind., east to Louisville, and from Albion, 
Ill, west to Mt. Vernon. The line in Indiana was partly 
raded s2veral years ago, the graded section including some 
neavy and costly work, tunnels, bridges, etc. Much of this 
work has, ef course, gone to ruin, but much of it is said to be 
in fair condition. 


McComb & Deshler.—This road bas vow the track all 
laid and will soon be ready for business. It is about 11 
miles long from Deshler, O., southeast to McComb, and will 
be worked as a branch of the Dayton & Michigan road, with 
which it connects at Deshler. 


Massachusetts Central.—The ing of the 56 miles 
from Waltham, Mass., to Coldbrook is all completed except 
a rock cutting in Rutland, which will take several wee 
yet. The bridges are all under contract and will soon be 
delivered on the road. The plans for the station buildin 
are being propered and contracts for several of them will 
soon be let. ck-laying is in progress at several points, 
and the rails are now down on a continuous section of 17 
miles from Hudson to the Fitchburg Railroad crossing at 
Stony Brook, 


Memphis, Pine Bluffs & Shreveport.—This com- 
pany has been organized for the purpose of building a rail- 
road from the ap a 5 agg Memphis across Ar- 
kansas by way of nna, Pine Bluffs, pton and 
Eljorado to rere La., with a branch to Texarkana. 
Meetings in aid of the project have been held recently at sev- 
eral points along the line. 


Missouri, Kansas & Texas.—Counsel of this company 
and the Union Trust Company have agreed upon a form of 
decree for the release of the railroad property to the stock- 
holders under the recent decision of Justice Miller, of the 
United States Supreme Court. The date for the surrender 
of the road was fixed for Dec. 1, at which time the unpaid 
coupons on the first mort bonds of the railroad company 
were paid by the Union Trust Company, which was in posses- 
sion of the money for that purpose. 


New Orleans Pacfic.—At a meeting of th» Board of 
Directors last week, a resolution was unanimously adopted 
to submit to the stockholders the question of the consolida- 
tion of the New Orleans Pacific and the Texas & Pacific 
Companies, 


New York & New England.—The second track on this 
road is now completed from Boston to Walpole, 19 miles. 
Trains began to run over the new track to Walpole last week. 

The line to the Hudson River has been located finally, it is 
said. The location had been previously made from Brewsters, 
N. Y., to the Newburg, Dutchess & Connecticut road at 
Hopewell, and the line now follows that road from Hopewell 
southeast about nine miles, and then runs northeast to Fish- 
kill Landing. 


New York, Ontario & Western.—At a meeting of 
the board in New York, Nov. 80, it was resolved to proceed 
at once with the work on the proposed new extensions and 
branches of the road. Chief Engineer Katté’s plans were 
approved and Gen, E. F. Winslow was made Chairman of 
the Construction Committee. A committee was appointed 
with power to conduct the negotiations which are now pend- 
ing relative to the through connections. About 45,000 
shares (small certificates) are Py nt for transmission to 
London, Paris, Frankfort and Amsterdam, The stock of 
the company has not yet been placed on the list of the Lon- 
don Stock Exchange, but the papers necessary for its listing 
are now on the way to London. 


Northern Pacific.—The following is the statement fur- 
nished for publication in regard to the sale of bonds of this 


company : 

“The lar, transaction in railroad bonds ever made in 
the United States has just been closed by Messrs. Drexel, 
Morgan & Co., Winslow, Lanier & Co., and August Bel- 
mont & Co., they having made a contract with the North- 
ern Pacific Railroad Company for $40,000,000 6 per cent. 
gold bonds, having 40 years to run. A part cf the bonds 
were bought firm, and Ey on options, giving the com- 
pany time to finish the , the bonds to be issued only as 
the road is finished and accepted by the government. * In 
addition to the security furnished by a mortgage upon the 
line of the road, they will also be secured by a mortgage on 
the immense land grant of the compeny. estimated now, 
after all sales to this time, at 45,000, to 47,000,000 acres 
—larger than all the New England States combined. 

‘* The three firms named as contractors for the loan have 
associated with them several of the best known bankers 
here and in other cities, as well as in Europe, among whom 
are the following : Messrs. Drexel & Co., Philadelphia ; 
J. 8. Morgan & Co., London, and Drexel, Harjes & Co., 
Paris. In New York the associates are : The Bank of Com- 
merce, the Third National Bank, Messrs. L. Von Hoffman & 
Co, I. & W. cy Po & Co, J. 8. Kennedy & Co., 
Speyer & Co,, Kuhn, loeb & Co., Woerishoffer & Co. In 
Boston, Messrs. Lee, son & Co., and Messrs. Brewster, 
Bassett & Co. In Baltimore, Johnston Brothers & Co. 

“There are now in all nearly 600 miles of the old con- 
structed road in operation, on which there are no mortgages 
or liens of any kind, and on which there has been spent 
about $80,000,000, In addition, there are the Missouri Di- 
vision and the Pend d’Oreille Division, making together 
426 miles, a part of which is completed, and the rest is rap- 
idly getting ready for use; on these two divisions there are 
some sectional mo Within the last three or four 
years the wheat ions of Minnesota and Dakota have 
proved to be the in the world, and the lands are selling 
rapidly. The Upper Missouri and the Yellowstone divisions 


embrace in the territory of Montana a distance of about 800 
miles. In addition to its mineral wealth, it is fast becoming 
a great coun! 


* By the terms of the agreewent with the company, the 
contractors are to name two directors in the and the 
persons selected for the positions are Messrs. J. C. Bullitt, 
of Philadelphia, and John W. Ellis of Winslow, Lanier & 
Co., of New York.” . 

It is said that the syndicate accept $10,000,000 bonds out- 
right at 90, with the privilege of subscribin for $80,000,000 
additional bonds at the rate of $10,000, per annum for 
=e qatar years, the price for the option bonds being 

xed at ° 

A prelimmary survey has been made fora branch from 
Jamestown, Dak., up the James River to Mouse River, a 
distance of 120 miles. It is stated that this branch will open 
up a large district of choice farming lands, and will also 
reach some extensive coal deposits. 


Ohio & Mississippi.—Receiver King’s statement for 
October is as follows : 





Balance on hand, O06. 'L......6 vsccscrecccccscccseccepen $273,705.08 
Receipts from all Sources............¢.seeeseeeeeeses oe 618,791.42 
Mica cnsa shes tcbmareserdinnriny wits soabert .. «$892,496.50 
Disbursements on all accounts... 371,134.87 
ATI, Basis isis sas déuddecasaiscadeces $521,361.63 


The receipts exceeded the disbursements by $247,656.55 
for the month, 


Pennsylvania.—This company’s statement for the month 


of October shows for all lines east of Pittsburgh and Erie, as 
compared with October, 1879: 
An increase in gross earnings of (10.4 per cent.).......... $344,570 
An increase in expenses of (19.8 per cent.).............++: 362,106 
Net incrense (0.1 per cent.) ..........cccersecrceces ~ $2,464 
For the ten months ending Oct. 31, as compared with the 
corresponding period in 1879, the same lines show: 
An increase in gross earnings of (21.8 per cent.)........96,102.975 
An increase in expenses of (20.2 per cent.).... ... ..... 3,367,314 


Net increase (24.0 per cent.)............e000+ «> $2,735,661 

For the ten months of this year all lines west of Pittsburgh 

and Erie show a surplus over liabilities of $2,505,837, being 

a gain of $1,803,819 over the corresponding period last 
year. 


Philadelphia & Erie.—A telegram from Philadelphia 
suys that this road’s October earnings, “ both gross and net, 
are the largest eyer known for a single month. The earnings 
were $367,082 gross and $149,889 net, and for ten months 
$3,120,900 gross and $1,120,117 net. This isagain of 29 per 
cent. gross and 52'4 net, and the total for the ten months is 
more than enough to meet all the fixed charges of the 
company, @ condition of affairs that has not been known 
since the road was opened eighteen yearsago. In all that 
time it has never ina single year managed to meet its ex- 
penses and fixed charges until now, but this year it will have 
a surplus after paying everything except on the preferred 
stock, which comes in prior to the common stock.” 

The consolidated mortgage bonds of the company are 
guaranteed by the lessee, the Pennsylvania Railroad Com- 
pany, and at the close uf 1879 the lessee, which pays the net 
earnings as rental, had advanced more than $1,500,000 to 
pay coupons, which it holds and which are a lien on the road. 

he Pennsylvania also owns all the preferred stock, more 
than a quarter of the common stock and $3,680,000 of the 
general mortgage bonds of the Philadelphia & Erie. 


Philadelphia & Reading. —The Receivers offer to buy 
from stockholders of the Schuylkill Navigation Company 
their assignments of the six months’ dividend due them under 
the lease on July 1 last at the rate of $1 per share for pre- 
ferred and 50 cents for common stock, poh. one-half the 
amount due. Itis thought that many of the stockholders 
will refuse to accept this, believing that they can do better 
by enforcing their rights under the lease. 

Preparations are being made for the Baltimore & Ohio’s 
new line to New York over this company’s Bound Brook 
line. Trains were to begin running about Dec. 1 for pas- 
—— business, and later in the month for freight and 
stock. 

To make a more direct connection with the Junction Rail 
road, so as to facilitate the business of this new line, a new 
bridge is to be built at Belmont in Philadelphia, and the 
necessary surveys are now being made, 

President Franklin B. Gowen has issued a circular asking 
for proxies from stockholders for the January election, and 
promising a full statement of the company’s affairs. In his 
circular he says : 

‘** As Lam about to visit Europe on business for the com- 
pany, and as it is possible that I may not return until the 

rst week in January, I thinkit proper to call your attention 
to the fact that itis highly important that all shareholders 
who can possibly do so should attend the annual meeting in 
Philadelphia on the second Monday of January. An 
effort will undoubtedly be made at the next election to 
control the management of the company in the interest 
of rival lines, and if the effort is successful the future of the 
Philadelphia & Reading Railroad Company will be little, if 
any, better than that of the Philadelpbia & Erie Railroad 
Company or the Northern Central Railroad Company. It is 
known that over 64,000 shares of the stock of the company 
are owned and held in the interest of this adverse movement, 
but as over 81,000 of such shares have been transfcrred on 
the books of the company too late to entitle the holder to 
vote at the January election, the real adverse holding is but 
about 34,000 shares. If proper attention is given to the elec- 
tio. by the shareholders this amount of stock can do but 
little injury; but, owing to the apathy of shareholders and 
their neglect to exercise the right of voting, such an amount 
of shares held in one ownership might secure the control of 
the company.” 


Port Huron & Northwestern.—Chief Engineer A. L. 
Reed writes under date of Nov. 27 as follows: ‘‘Our com- 
ag f has completed the earthwork upon the Marlette Branch 
to Marlette, Mich., 38 miles from the main line, and is lay- 
ing iron at the rate of three-quarters to one mile per day. 

ith reasonably favorable weather the iron will be all 
down by Jaa. 1, which will make 66 miles of new line built 
by the company since March 10, 1880. Business on the 
main line opens up much better than was anticipated; 
and on the branch business is only waiting for the rails to 
be putdown. When we reach Marlette the company will 
have 100 miles in operation, which is doing well for an 
entirely local enterprise, commencing work Oct. 22, 1578, 
and paying all bills promptly every days.” 


Rabun Gap.—The Charleston (8. C.) News and Courier 
has a somewhat vague report of a movement by a north- 
western railway combination, with a capital of $16,000,000, 
toobtain a South Atlantic connection by way of Rabun Gap. 
It is said that the connection may be made by the exten- 
sion of the Northeastern Railroad of Georgia, which 
will necessitate a connection with the Georgia Railroad, and 
may cause the purchase of the Northeastern Railroad by the 
Georgia Railroad. It is also reported that the Blue Ridge 
road may be used. Weare not informed as to the parties 
concerned in the “ northwestern railway combination.” 


Richmond, Fredericksburg & Potomac.—aAt the re- 
cent annual meeting in Richmond the stockholders voted to 
authorize the board to extend the $300,000 first-mortgage 8 
per cent. bonds which will fall due Nov. 1, 1881, for 20 
years, provided the holders will consent to take 6 per cent. 
interest ; the option of so extending their bonds to remain 
open to holders only until March 1, 1881. 


Richmond, York River & Chesapeake.—On the 
nd of Nov. 28 the wharf and warehouses of this company 
at West Point, Va., caught fire and were destroyed, together 
with a steamboat at the wharf, some 2,600 bales of cotton 
and a large quantity of other freight. The total loss is esti- 
mated at $260,000, which is partly covered by insurance. 
The burned buildings are to be replaced at once. ‘The cause 
of the fire is unknown. 


Ridgefield & New York.—An effort is being made to 
revive this company, which some eight years os began 
work ona line trom Ridgefield, Conn., to New York, and 

raded most of the line between Portchester, N. Y., and 

idgefield. It is said that contractors have offered to build 
the road on favorable terms. 


Rockingham, Mocksville & Southwestern.—This 
new company has been organized to build a railroad from 
the North Carolina state line near Danville, Va., by Leaks- 
ville, Madison and Mocksville to Statesville, N.C. Thecom- 





pany is said to have large subscriptions to the stock already 
secured, and intends to begin work at once. The line does 


not differ greatly from that proposed for the Virginia Mid- 
land Extension. 


Springfield & Memphis.—This company has been in- 
corporated in Arkansas to build a railroad from the Mis- 
souri state line in Sharp County, Ark.. southeast toa point 
on the Mississippi opposite Memphis. The distance is about 
165 miles, ond the capital stock is to be $3,000,000, 


Troy & Greenfield.—The Boston, Hoosac Tunnel & 
Western Company recently applied to the manager of this 
road to make arrangements for the running of an express 
train over this road on Sunday as cn other days of the week 
Manager Gardner declined, on the ground that the running 
of a train on Sunday would be contrary to the law of the 
state, and the matter was thereupon referred to the Rail- 
road Commission. The Commissioners have decided that 
the case is beyond their jurisdiction, the principal points in 
their decision being as follows : 

‘The petitioners claim that th. running of a daily train is 
a necessity. They complain that they are placed at a disad 
vantage as compared with the Boston & Albany Railroad 
Compxny and other rivals, and especially, that a discrimina- 
tion is made in favor of the Troy & Boston Railroad Com- 
pany, which is allowed to run Sunday trains over the state 
road, (This, it should be understood, is permitted, because 
the Manager of the Troy & Greenfield Railroad regards it 
as a work of necessity, to permit passengers who arrive at 
the state line late at night on Saturday to reach their homes 
early on Sunday morning.» The board is asked to take jur- 
isdiction under sections 165, 166, 167 and 168 of the general 
railroad act * * * 

‘There are good reasons why a state, sovereign in its own 
sphere, should not desire to submit its policy to a tribunal of 
its own servants. And no better illustration can be given 
than that afforded by this very application. If this board 
should take jurisdiction, and should bold that the runnin 
of Sunday trains is necessary, and, therefore, not illegal, 
and should direct the state to permit such trains to run, it 
would be the decision of a grave question of state peer a 
decision which should be governed, in part, at least, by 
moral considerations, Such power has not been given to 
the board. The state has not put its conscience into commis- 
sion. Whether such a question ought to be decided in favor 
of Sunday trains or against them, it should be decided b 
the commonwealth itself, and not by a subordinate board. 
No better case could be made up to show why the state has 
forborne to give to its commissions power to decide 
all questions between itself and railroads connecting with its 
own road, * * 

‘* But this act, as we construe it, gives the power to this 
company to enter upon and use the state road under such 
rules and on such terms as the Governor and Council shall 
fix, acting through the Manager. The clear words which 
are needed before the state can be held to have submitted its 
rights to any tribunal are wanting. A legislator voting for 
this act would not suppose that he was voting to make this 
board or the Supreme Court the umpire between the state 
and a foreign corporation as to the use of the state road. 
The state has reserved to the Executive the power to fix 
terms on which its road may be entered upon and used. It 
has reserved this power by refraining from delegating it in 
express terms. 

“ The Executive, through the Manager, has acted on this 
interpretation of law. Counsel has sometimes been taken of 
the Commissioners, who are alweys glad to answer any such 
call. But as the law now stands the board would feel that 
it was usurpation to act on a petition which calls for an 
order to the Executive of the state, and which might finally 
place the commonwealth in a position of a defendant in its 
own courts.” 


Union Ferry Company.—This company, which con- 
ducts the Catharine, the Fulton, the Wall street, the South 
and the Hamilton ferries between New York and Brooklyn, 
and concerning whose enormous traffic something was pub- 
lished recently in these columns, has filed the following 
annual report with the Secretary of State of New York: 

Assets.—Boats, #465,00U; ferry buildings, etc., $248,000; 
real estate, $212,000; machinery, $20,000; lumber, $5,500; 
horses and carts, $2,000; office furniture, $2,000; coal and 
wood, $45,400; loans on stock, $680,000; United States 
bonds, $800,000; taxes due by City of New York, $27,749.- 
75; petty eash, $1,000; cash in bank, $138,245 59. 

Liabilities.—Paid capital, $1,000,000; City of New York, 
$22,187.25; unpaid accounts (estimated), $13,500; tickets 
outstanding, $38,413.76; claims in suit (estimated), $80,000; 
taxes due state, $2,500; taxes due Brooklyn (estimated), 
$17,000. 


Union Pacific.—The following statement is published 
by the New York World as from its Boston correspondent : 
“The policy of this company has been to appropriate a 
large share of the net earnings to the ownership of the 
stocks and bonds of its branch lines and feeders. In fact, 
the earnings Woe 6 per cent. dividends have been so 








appropriated. low I give you a schedule of the stocks 
and bonds owned by this corporation : 
Stock. Bonds. 

Omaha & Rep. Lng-y 4 Seat: daicits b Maal Ss & $786,000 $1,572,000 
Omaha, Niobrara & Black Hills...... 360.000 480,000 
OP SS A. eae 1,536,000 1,899,724 
Marysville & Blue Valley 280,000 380,000 
Colorado Central..... 3,864,200 2,439,000 
Summit County.... be 450,000 450,000 
Utah & Northern........ .....  ..e+- 4.012.000 4,012,000 
Carbondale road..........66..665 sees 480,000 ».,000 
Junction City & Fort Kearney....... 720,000 970,000 
ca bck a dees 00 n5.0008504% 2,001,000 575,000 
Salina & Southwestern............... 288,000 8,000 
Denver & Boulder Valley. .......... «= sevesee 518,000 
Golden Boulder & Caribou............ 0,000 60,400 
Kansas Central........ at iideee a4 357,100 638,000 
Oentral Branch U. P......00. sscoses + Sie eee 
Julesburg Brameh .. ...i..ccerccsneee 2,250,000 2,250,000 
St Joseph Bridge Co. ..........++4-+ 400,000 784,000 
eyo. vo wabeese, 20000408 530,000 as oie 
I Ss cavcweascccccsddsoene 846,000 395.000 
Utah Southern Extension. .......... 650,000 75,900 
SE AU bis yysnbase. cb occvses 610 16,000 
Denver, South Park & Pacific. ee 
Wahsatch & Jordan Valley ... ...... seeeeees 10,000 
St. Louis, Council Bluffs & Omaha... _......... 19,500 
Hastings & Grand Island ......... ous taniiie ih sheade 375,000 
Manhattan, Alma & Burlingame..... 348,000 435,000 
Occidental & Oriental Steamship Co. Se 5) icbaseaae 
Union Pacific stock... .......s00..0 OOO se ecssecs 

Was ctiiScigdadiccvicbous . .. $22,738,400 20,021,224 


Total stock and DOMAS § ......ccsccccees soos ove $42,759,624 


“The mileage embraced in the consolidation was as 
follows: 


Miles. 


Union Pacific 
Kansas Pacific 







Denver Pacific.... ... Seppe a FOR RR snes ee 
ee OLE UEC CREETET OL LTT 821 
Branch roads represented by schedule of assets above...... 2,003 
Total mileage of the company............. -+-eseeseeees 3,824 
“The outstanding stock of the Union Pacific Company is 
$50,000,000, or $13,000 a mile for 8,824 miles of road 





owned by the company.” 
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